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L.N.E.R. Dividend 


FOR 1934 the London & North Eastern Railway Com- 

pany paid 3} per cent. on the £48,222,669 of 4 percent. 
first preference stock and 4/6 per cent. on the £4,014,000 
of 5 per cent. redeemable preference stock (1955) which 
ranks pari passu with it. Last Friday the directors 
announced the same distributions on these stocks for the 
year 1935, which will again involve a payment ol! 
£1,720,322. To have paid the full dividends on both 
these stocks, as was expected in some quarters, would 
have required an additional £400,304, which the directors 
evidently consider the net revenue, as it stands, would not 
justify. For the whole year, 1935, the increase in gross 
receipts from railway traffic was estimated at £198,000, 
whereas the statement issued by the directors on July 26 
last showed a decrease of £326,900 in net revenue for the 
first six months of the year. It may be judged from the 
recent announcement that the net revenue has been suff- 
cient to pay the dividends now recommended with the aid 
of £50,000 appropriated, as in 1934, from general reserve, 
and by a reduction of £2,851 in the carry forward. The 
directors expressly state that no credit has been taken in the 
accounts for 1935 in respect of the valuation for assessmetit 

local rates, the whole matter being at present under 
appeal to the Railway and Canal Commission. Payments 
in 1934 for rates and railway freight rebates fund amounted 
to £1,306,359. 
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Belfast & County Down Railway 

An increase in 1935 of £888 in gross railway receipts 
was offset by an increase in railway expenditure of £2,984, 
chiefly on maintenance, and the operating ratio rose from 
97-31 per cent. to 98°68 per cent. Ancillary businesses 
showed, however, an increase in profits of £1,751. The 
company’s road services, both passenger and goods, were 
taken over by the Northern Ireland Road Transport Board 
on October 1 last, but their operation for only nine months 
exceeded the profits of the whole year 1934 by £1,396. 
For the buses and lorries and the Holywood and Bangor 
garages acquired by the Road Transport Board the com- 
pany has received a sum of £18,635, which has been 
credited to capital account. The general financial position 
is compared in the accompanying table :— 

1935 1934 1933 


‘ f f 
Gross receipts from businesses 198,391 200,628 200,123 
Net receipts from businesses ‘< a 10,142 10,487 10,236 
Miscellaneous receipts, net “s oa 5,650 5,719 5,793 
Total net income “3 ae - 15,792 16,206 16,029 
Prior charges .. 13,972 13,929 13,929 
Dividends on baronial guarante ed shares 

and 4$ per cent. preference stock .. 1,635 1,635 1,635 

Brought forward er fe oe 1,692 1,050 585 
Carried forward .. a Bs 1,877 1,692 1,050 
Sufficient profits were mi de “during the six months ended 
December 31, 1935, to meet the interest on the 4} per 
cent. A preference stock for that period, but results for 
the year do not permit of dividends on either the 5 per 
cent. or 4 per cent. preference stocks. 

* * * * 


The Week’s Traffics 

Three of the companies have converted declines in pas- 
senger receipts during the seventh week into increases for 
the period under review, and the L.N.E.R. is £4,000 
closer to its 1935 figure than was the case a week ago. 
Goods and coal results are particularly satisfactory com- 
pared with the corresponding period of last year, when 
all companies except the G.W.R. showed decreases, 
totalling £85,000, under both headings. This is more 
than offset by the combined advance of £88,000 this week. 
The aggregate traffics of all companies for the week are 
up by £93,000, whereas the comparison of 1935 with 
1934 showed a setback of £75,000. For the year to date, 
the combined advance of all four companies is £447,000, 
is against a decline of £137,000 last year. 


Sth Week Year to date 





— oe 


Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec 


/ ‘ 4 ‘ £ 
L.M.S.R. 1,000 21,000 27,000 49,000 + 240,000 
L.N.E.R. 2.000 4,000 18,000 4 20,000 188,000 
GWE... 2.000 + 11,000 3,000 16,000 77,000 
S.R 4,000 1,000 5,000 8,000 + 42,000 


The Great Southern Railways show an aggregate improve- 
ment for the seven weeks to date of £1,810, and the Great 
Northern Railway one of £6,050. 
* * * * 

The First Kinema Actress : The Locomotive 

The frequency with which early film shows attracted 
their audiences by exhibiting scenes of moving trains has 
caused the remark to be made more than once that the 
first film actress was a locomotive. The claim is even 
better founded, however, than is generally realised, for 
the very first public exhibition of films in this country— 
at the Polytechnic on February 20, 1896—included among 
its many short reels one depicting the arrival of a French 
‘omnibus’ train at a country station. This humble 
beginning of the great film industry was directly due to 
the enterprise of M. Louis Lumiére, and the fortieth anni- 
versary of the event was celebrated on the Thursday cf 
last week by a reconstruction at the Polytechnic of the 
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events of four decades earlier, carried out in honour of, 
and in the presence of, M. Lumiére. Those who were 
privileged to take part in the celebration had the oppor- 
tunity of witnessing the original films, including that of 
the French train. It is fitting that such a commemorative 
show should have been given in this country, for English- 
men were the pioneers of kinematography, and, in honour- 
ing M. Lumiére for providing the first public exhibition, 
no disrespect was shown to such British pioneers as 
Eadweard James Muybridge (erstwhile Muggeridge), and 
W. Friese-Greene. Incidentally, the validity of the basic 
patents of the latter was upheld by the U.S.A. Courts 
and admitted by Thomas A. Edison himself. Among 
the many early films to be revived were a number showing 
railway scenes, including Mr. Cecil M. Hepworth’s 

Arrival of a G.W.R. train at Henley,’’ and the Royal 
funeral train of Queen Victoria. 

* % a 6 

Overseas Railway Traffics 

Amongst Argentine railways during the past fortnight 
the largest increase in gross receipts is that of £16,644 on 
the Central Argentine, and the Buenos Ayres & Pacific 
comes next with an increase of £11,203. The Buenos 
Ayres Western has, on the contrary, had a setback of 
£1,504 in the past two weeks, and the Buenos Ayres 
Great Southern continues to suffer from the delayed move- 
ment in wheat traffic, and has a further decrease of 
£68,940 during the fortnight. The returns give the 
average exchange for the week as 17:03 pesos to the £, 
compared with 16°93 for the corresponding week of last 
year. 
No. of Weekly Inc. or Aggregate Inc. or 


Week §Traffics Decrease lratti« Decrease 
4 A a i 

Buenos Ayres & Pacific 34th 101,938 4,183 2,694,931 252,574 
Buenos Ayres Great Southern 34th 171,345 31,963 4,343,961 344,695 
Buenos Ayres Western 34th 53,142 - 18 1,477,146 8,611 
Central Argentine 34th 135,141 10,699 4,130,636 119,714 
Canadian Pacific ; 8th 438,000 + 22,400 3,175,600 220,600 
Bombay Baroda & Central India 46th 278,775 15,675 7,276,200 95,025 


The Canadian Pacific net increase’ in gross earnings for 
the two weeks is £9,600. 
* * * * 


The G.W.R. Meeting 


At the annual meeting on Wednesday the Chairman’s 
opening reference to the important events of the year 
1935 contained a tribute to King George which was ad- 
mirable in feeling and simplicity and was deeply appre- 
ciated by the shareholders present. Sir Robert Horne 
also recalled that four months ago King Edward, as Prince 
of Wales, had been present at the banquet celebrating 
the centenary of the railway. In his review of railway 
events during the past year the Chairman justified the 
payment of a dividend of 3 per cent. on the ordinary 
stock, although only very slightly over 1 per cent. had 
actually been earned on it. The recent decision of the 
House of Lords in the Southern Railway rating case had 
confirmed the contention continuously put forward by 
the four group companies for the past four years that they 
were being grossly overcharged in the matter of local 
rates and their contributions to the railway freight rebates 
fund. In view of this, although credit for rating reduc- 
tions had not been taken in the present accounts—and 
of the large proportion of stockholders who were mainly 
dependent on their railway dividends, the board had again 
agreed to the 3 per cent., but he plainly inferred that 
this could not continue indefinitely if earnings remained 
insufficient. Development works already completed had 
greatly facilitated operation, and had increased the average 
speed of both passenger and goods trains besides obtain- 
ing a better mileage out of the rolling stock. The works 
contemplated under the Government scheme were likely 
to increase net revenue. : 
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The Southern Railway Meeting 

Analysing the causes which have contributed {o the 
increase of £287,000 in Southern Railway net revenue for 
1935, Mr. Robert Holland-Martin, Chairman of the com- 
pany, said at the general meeting yesterday that of the 
£462,000 advance in passenger train receipts, £240,000 
was derived from traffic in the electrified areas. it had 
been estimated that a 1:25 per cent. increase in | eipts 
vould have covered the cost of the Eastbourne and 
Hastings electrification, whereas the improvement actu 
ally recorded was 16 per cent. in the first six months. 
The first year of electrified working on the Orpington 
Swanley-Sevenoaks line attracted 55 per cent. more pas- 
sengers than in 1932, and 41 per cent. more in revenue. 
Goods earnings, although £30,000 better than in 1933, 
fell off by £185,000 compared with 1934, which was 
partly due to a slowing down in building activity, and 
partly to restrictions upon international trade. Tension 
abroad had contributed to the decline of Continental! traffic 
on some routes, and the Chairman estimated that the com 
pany would be earning £1,000,000 more from that source 
were the conditions of 1928 to be restored. He hoped 
this traffic would be stimulated by the Dover-Dunkerque 
train ferry, which it was hoped to inaugurate in October. 
* * * + 


An American Signalling Authority 

In our Personal columns this week we refer to the recent 
death of Mr. W. W. Salmon, who for the past 32 years 
had been President and General Manager of the 
(American) General Railway Signal Company. In fact, 
so long has he been in the eyes of the railway world, 
not only of the United States but also of England and 
the European Continent, that it is hard for his old friends 
to believe that he was only just 60 years of age at the 
time of his death. After joining the Hall Signal Company 
in 1893, he quickly succeeded in getting various Conti- 
nental railways to adopt the Hall system of automatic 
signalling. In this country, however, he made little pro 
gress except that, by persuading Mr. Raynar Wilson— 
after his first signalling book was published in 1900—to 
resign his position as Signal Engineer to the Lancashire 
& Yorkshire Railway and become agent for the Hall 
Signal Company, the North Eastern Railway was induced 
to adopt the Hall system of automatic signals on the 
Alne-Thirsk section. After leaving the Hall Company in 
1901, and having formed the Taylor Company, Mr. 
Salmon also maintained business relations with the 
Pneumatic Signal Company—formed in 1897—the parent 
of the British Pneumatic Signal Company, which installed 
the Andover-Grateley signalling. It follows, therefore, 
that Mr. Salmon was indirectly concerned in the first two 
installations of track-circuit-controlled automatic signals 
in this country and so his premature death merits special 
mention in our pages. 


* * * * 


Leather or Cloth Seats? 

The question of comfort in railway trains has been 
debated in recent correspondence published in The Times, 
and the writer of one letter suggests that until improved 
systems of ventilation are evolved, and all trains are 
electrified, thus travelling through a purer atmosphere 
than that immediately behind a steam locomotive, some 
better material should be used for carriage upholstery than 
moquettes and tapestries. The suggestion, for which there 
is much to be said, is that leather would be more hygienic 
and more easily cleaned. At the same time there is 
the objection that leather seats are apt to be chilly to sit 
upon in unwarmed carriages, and before a decision to 
adopt this material were come to, the effective warming 
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of the compartments in which it was used ought to be 
assurcd. But if the one step led to the other, everyone 
might be satisfied. Some years ago an American univer- 
sity published a lengthy treatise, which we noticed in 
these columns, the object of which so far as we could 


ascertain was to prove that leather seats were more 
slippery than those covered with velvet. Whether or 
not this apparenily self-evident proposition is worthy of 
serious research, the matter ceases to be of any importance 
whatever if and when the design of the seat is such 
that the occupant has no tendency to slip off, whatever 
the type of covering used. 
ek * :k 

L.N.E.R. Road Transport 

In 1935 the L.N.E.R. road transport operations showed 
gross receipts of £182,195, an increase of £11,072, and 
net receipts of £29,657 (against £26,773). These figures 
include interests in passenger services worked in con- 
junction with municipal buses. Dividend receipts from 
road transport investments increased in 1935 to £227,581 
from £215,842. The total investment of the company 
in the associated omnibus companies at the end of 1935 
was £2,329,728. The dividends and other sums received 
during the year totalled £204,152, representing a return 
at the rate of 8°76 per cent. as compared with 7-97 per 
cent. in the previous year. Some of the revenue was in 
respect of capital held for only part of the year and the 
whole represents an equated annual return of 8-93 per 
cent. In addition, the net savings accruing to the com- 
pany from the closing of branch lines for passenger traffic 
and reductions of train services rendered possible by the 
employment of omnibus services, amounted during the 
year to approximately £98,500. Investments in companies 
engaged in parcels and freight road transport amounted 
at December 31 last to £630,548, the bulk of which is 
represented by shares in Carter Paterson & Co. and the 
Hay’s Wharf Cartage Company. The railway companies 
have latterly extended their interests in these concerns 
by providing loans to enable the cartage companies to 
improve their equipment and depot accommodation, and 
to acquire substantial interests in other road haulage firms 
with whom they were in competition or with whose ser- 
vices useful co-ordination could be effected. During the 
past year the return secured from the L.N.E.R. invest- 
ment in goods road transport was £31,543, or approxi- 
mately 5 per cent. 


* * * * 


Signalling in Germany in 1935 

_A report of the year’s activities of the Reichsbahn 
signal department shows that the use of three-aspect 
distant signals was extended, combined with automatic 
train control, and that improved signalling was put in 
on some of the secondary lines. New signalling installa- 
tions were provided at Berlin (Silesian station), Breslau, 
Falkenberg, Hamburg, Hanover, Immendingen, Nords- 
temmen, Saalfeld, Uelzen, and Vilshofen. A wider use 
was made of electric detection, electric signal lighting, level 
crossing warnings, and other auxiliary devices. An 
improved double-wire point lever was on trial for points 
over 400 m. (437-4 yd.) from the cabin, giving an initial 
stroke of 600 mm. (23°62 in.), and a new double lever, 
for combined signals on one transmission, occupying the 
same space in the frame as a single one. An improved 
‘orm of wire rope was also subjected to trial. Experiments 
were conducted with new signal light repeaters and with 
home produced substitutes for insulating materials for 
track circuit joints and fittings. New control circuits for 
power points when being worked by hand crank were 
developed. Carrier wave telephony was extended, and 
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21 new automatic telephone exchanges opened. Loud- 
speakers for directing the public were installed at several 
places. There are now in service 18,000 signal boxes, 
containing 300,000 levers, 100,000 fixed signals, and 
900,000 km. (559,235 miles) of line wires. Lines worked 
by lock and block total a length of 24,500 km. (15,224 
miles), and this is being continually extended. 
* * * * 


B: sic Bessemer Steel 

The recent death, at the age of nearly 84 years, of 
Percy Carlyle Gilchrist removes from the world of iron 
and steel a figure which had the most profound influence 
on heavy steel production. It was while working as a 
chemist at Blaenavon steelworks that, on the advice of 
his cousin, the late Sidney G. Thomas, Gilchrist conducted 
the first experiments which proved that by the use of a 
basic lining to a Bessemer converter, it was possible in 
the conversion of iron to steel to eliminate, or greatly 
reduce, the phosphorus content. The result was to make 
pessible in steelmaking the use of pig-iron which had been 
smelted from phosphoric ores, whereas up to that time 
the acid process of steelmaking had permitted the use 
of hematite pig-iron only. An enormous field of pos- 
sibilities was thus opened up, in view of the vast extent 
of phosphoric ores available in this country and elsewhere; 
and the field was widened yet further when the open- 
hearth process of steel manufacture was devised, and 
basic open-hearth working, by which the vast majority 
of this country’s aggregate tonnage of steel is now made, 
came into use. On the Continent the basic Bessemer 
converter is still the principal source of steel production, 
even for railway rails, and this method of manufacture 
is generally known, after one of its two founders, as the 
Thomas process. Continental ores are, however, better 
suited to this method of conversion than the phosphoric 
ores of Great Britain, and basic Bessemer steel earned 
so bad a name with engineers in Great Britain, by reason 
of its unreliability, that the method went into entire 
disuse until revived, in new conditions, within the last 
few years in the great Corby plant near Kettering. 


* * * * 


Impact of Railway Vehicles 

An interesting paper entitled ‘‘ Impact of Railway 
Vehicles in Relation to Buffer Resistance ’’ was read by 
Mr. R. T. Glascodine at a meeting of locomotive engineers 
in London yesterday, February 27. The author compared 
the British wagon of 40 years ago with that of the present 
time. The earlier vehicle, he said, had a capacity of 
8 to 10 tons, and some were even smaller. The speed of 
shunting which then met requirements was slower than 
it is now, and the buffer in general use was fitted with 
a laminated steel spring, placed in position with 3 tons 
initial load, after which a 7-in. stroke raised the resisting 
pressure to 7 tons. This gave a mean pressure of 5 tons, 
or 24 tons per buffer, so that the total capacity of two 
buffers was 35 inch-tons. Today the standard British 
wagon has a capacity of 12 tons; a large number of 20-ton 
wagons are in general use, also a sprinkling of bogie 
wagons, having a capacity of 30 to 40 tons, so. that as 
regards weight alone, the conditions of buffing have been 
greatly increased. In addition, the velocity at which 
shunting takes place has, owing to the general speed up 
of railway working increased very greatly the blow that 
may occur on impact. The capacity of buffers has been 
increased, the working stroke being 44 in. whilst the mean 
pressure may perhaps be as high as 5 tons with some 
steel springs, giving a total capacity of, say 45 inch-tons 
on the headstock. This increase is, however, negligible 
i comparison with the increased duty. 
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London & North Eastern Railway 


HE marked improvement of trade on the company’s 
system which developed in 1934 was unfortunately 
not fully maintained during 1935, but efforts to improve 
passenger traffic met with success, and these results more 
than offset the decreases in coal and coke. The gross 
tailway receipts for the year were £45,145,649, an increase 
of £231,675. Passenger train receipts account for 36-47 
per cent of the total (against 35-98 per cent. in 1934), 
and at £16,466,268 are up £305,034, or 1°89 per cent. 
on the year, but down £2,631,000 (13-78 per cent.) on 
1929. Goods traffic, which now accounts for 62°73 (against 
63°18) per cent., is down £58,951 and now totals 
£28,318,302. During the first half of the year merchan- 
dise traffic of all classes decreased by £80,000, and coal 
and coke traffic by £142,000, but for the remainder of 
the year there was an increase in merchandise traffic of 
£108,700. During the latter period coal and coke traffic 
increased by £54,000, due largely to laying in of stocks 
in anticipation of a wage dispute in the coal trade. For 
the whole year merchandise and livestock figures showed 
an increase of £29,000 (0-18 per cent.) but a decrease 
of £5,352,000 (24-49 per cent.) compared with 1929. Coal 
and coke comparisons show a decrease of £88,000 (0-74 
per cent.) on 1934, and a decrease of £2,315,000 (16-38 
per cent.) on 1929. The total of the three classes of 
traffic, namely passenger, all merchandise and livestock, 
and coal and coke, for 1935 is £44,784,000. This is an 
increase of £246,000 (0°55 per cent.) on 1934, and a de- 
crease of £10,298,000 (18°70 per cent.) on 1929. The 
accompanying table compares results for the past 
three years: 
1935 1934 1933 
i 
lotal expenditure on capi 
tal account = ; 351,554,147 351,333,741 350,076,791 
Gross receipts from busi 
nesses carried on by the 


company re 51,818,934 51,376,256 48,789,274 
Revenue expenditure on 

ditto ae 43,945,267 $3,521,169 41,496,163 
Net rec eipts of ditto a 7,873,667 7,855,087 7,293,111 
ak ty Joint Lines—com 

pany’s proportion of net 

revenue 284,100 258,199 242? 401 


Miscellaneous re« eipts (net 


162,409 
948 803 


1,177,889 
943,029 


120,950 


Miscellaneous charges 933,342 


Net revenue 8,371,373 8,348,146 7,723,120 
Interest on loans and 
debenture stocks, &« 4,263,349 4,253,298 #,255,105 


Dividends on guaranteed 
and preference stocks . 
Balance after payment of 


4,160,875 4,158,458 3,492,949 


preference dividends . Dy. 52,850 Dr. 63,610 Dr. 24,934 
Deficit 52.850 63,610 24,934 
Appropriation from reserve 50,000 50,000 50,000 
Balance brought forward 

from previous year ne $3,034 56,643 31,577 
Balance carried forward to 

subsequent year 40,182 43,034 56,643 


The net revenue for the year was £8,371,373 (against 
£8,548,146) and this sum, together with the balance 
of £43,033 brought forward from the previous year, and 
an appropriation of £50,000 from general reserve, gave 
a total of £8,464,406. After payment of the dividends 
to which we refer in an editorial note on page 381, a balance 
of £40,183 is left to be carried forward. Although, as the 
result of the recent important rating decision, the L.N.E.R. 
may reasonably look to the application of the principles 
laid down not only for a considerable relief. of present 
obligations for rates, but also to substantial repayments 
in respect of past over-payments, no credit has been 
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taken in the 1935 accounts in respect of the »«luation 
of the company’s undertaking for assessment to loca! rates, 
Reference to L.N.E.R. road transport operation: during 
1935 is made in an editorial note on page 383. 
Expenditure on capital account for the year aicounted 
to £220,406. As in the previous year good progicss has 
been made throughout 1935 with the works undertaken 
by the company as a result of the remission of | Senge! 
duty, granted under the Finance Act of 1929. With the 
opening of Mottram Down marshalling yard on Ociober 2s 
last, and of the new Inward yard at Hull on December 9, 
only two schemes now remain to be completed. — Thi 
total amount expended under this head up to Deceniber 31 
last was £1,479,127, against £1,353,669 a year prev ously 


Apart from works undertaken in connection with pas 
senger duty remission, other new works amounting to 
€1,500,000 are in hand, and their completion is antici- 
pated to lead to greater efficiency and more economical 


working. Expenditure on capital account for the curren; 
vear is estimated at £644,000, exclusive of any sum; 
incurred under agreements with the Government in respect 
of the London Transport improvement scheme of last 
summer and the works envisaged by the Railways (Agre 

ment) Act, 1935. So far as the L.N.E.R. is concerned, 
the London Passenger Transport (Agreement) Act includes 
the electrification of the Liverpool Street and Shenfield 
line, as well as the conversion of mileage in the Ilford 
and Leyton neighbourhoods and on the G.N.R. suburban 
line which will be worked in conjunction with the L.P.T.B. 
railways; these L.N.E.R. works are estimated to cost 
£8,000,000. The subsequent agreement (brief details of 
which were published on page 773 of our issue of Novem- 
ber 8, 1935) includes the provision of additional rolling 
stock and facilities, and the electrification of the Man 
chester-Sheffield line, a programme of works of which 
the L.N.E.R. proportion will cost about £6,000,000. 


Great Southern Railways 
ALTHOUGH the abandonment of numerous sections 
, caused a reduction of 82} miles in the railway route 
mileage in operation at the end of 1935, in comparison 
with the length open at the end of 1934, railway gross 
receipts improved in 1935 by 4°86 per cent. As has 
already been shown, the company’s position has been safe 
guarded by the passing of the Road Transport Act of 
1933, which has given the company a controlled monopoly 
of road transport in its own area outside certain specified 
areas round ports, Xc. In pursuance of the powers 
eranted under the Act the company has during the past 
two years acquired the concerns of many of the principal 
road hauliers who were operating services in competition 
with the railway, and during 1935 the merchandise licences 
of 223 competitors were taken over. Capital expenditure 
in 1935 included £158,617 on road vehicles for passengers, 
parcels and goods, £15,989 for garages, and £123,231 
for payments on account of acquisition of road transport 
undertakings; and for 1936 an expenditure of £250,000 
is estimated on acquisition of road hauliers’ licences, &c. 
The company appears now to own 600 road motors for 
goods and parcels, 381 horse wagons and carts, and 287 
omnibuses. 

Railway gross receipts amounted in 1935 to £3,180,704, 
an increase of £147,538, and the railway expenditure of 
£2,786,698 showed an advance of only £66,852, so that 
the operating ratio has fallen from 89-97 per cent. to 87-85 
per cent., and railway net receipts, at £394,006, were 
higher by £80,686. Net receipts from ancillary busi 
nesses, including road transport, were £93,787, againsi 
£86,695 in 1934. In the hotels department the profits 
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| from £7,891 to £9,369, but docks, harbours and 


impro* 
wharves gave net receipts of £2,056, oe with £2,437 
in 1934 The accompanying table compares the general 
finan’ position for the past three years :- 
1935 1934 1933 
4 f 4 

Tota nditure on capital 

Te a a .. $80,515,167 30,162,688 29,719,403 
Gross ipts from businesses 4,140,958 3,857,559 3,000,217 
Reve xpe nditure on ditto 3,653,165 3,457,544 2 678,344 
Net 1 ts of ditto .. ; 487,793 400,015 321,873 
Misce eous receipts ‘ 357,974 106,847 113,848 
Total net income bs ye 545,767 506,862 435,72 
Interest rentals and other 

fix harges re 360,684 358,770 434.508 
Divid 1 on guaranteed pre 

fer stock : Set 194,298 155,415 Nil 
Surplus or deficit (-+ o1 9,215 7,323 1,213 
Bri yught forward : 38,885 46,208 44.995 
Carried forward 29 670 38,885 46.208 

Gross receipts from road transport were £830,679, 
an increase of £125,901. Of this increase £38,879 came 


from passengers and parcels, and £84,147 from goods 
rvices. Net receipts from road transport show an in 
crease of £6,313, but a footnote to the accounts states 
that the apparent increase 1 profits is due mainly to an 
alteration in the basis on which provision has been made 
for depreciation of omnibuses. Miscellaneous receipts 
(net) are down £48,873, mainly because the company is 
no longer credited with the £47,288 which it had received 
from the Government for ten years under Section 63(1) 
of the Railways Act, 1924, to meet dividends on. baronial 
euaranteed shares. General interest receipts are also 
£14,031 lower, but there is included a profit of £12,622 
from sale of investments which did not appear in the 
1934 accounts. Receipts from railway passengers were 
£845,872, an increase of £26,129. First class ordinary 
passengers brought in £58,007, an increase of £2,095, and 
the total first class receipts of £66,870 (including season 
tickets) represent 7°9 per cent. of the total receipts from 
passengers. Receipts from mails, parcels, &c., wer 
£432,224, an increase of £4,009. In the goods train traffic 
receipts of £1,880,604 there was an improvement of 
£117,385. On the expenditure side there were increases of 
£21,175 and £14,721, respectively, in the amounts charged 
against maintenance of way and works and maintenance 
of rolling stock. Locomotive running cost £16,254 more 
and traffic expenses were higher by £16,322. 


Great Northern Railway (Ireland) 
URING 1935 there was an improvement under every 
heading of trafiic and the gross receipts of £1,079,541 
from railway working showed an increase of £67,681, o1 
669 per cent., although the mileage in operation was 
reduced by some 10 miles owing to the closing of the 
section between Keady and Castleblayney. That expendi 
ture has been kept well in hand is shown by the fact 
that it increased by only £24,885, or 2:58 per cent. with 
a consequent drop in the operating ratio from 96-02 pei 
cent. to 92:56 per cent. Net railway receipts (£89,157) 
were therefore £42,796 higher. Road transport gave a 
proht of £8,438 in 1935 compared with a loss of £8,317 
in 1934, and the profit from hotels, refreshment rooms 


and cars was £911 greater. There was in addition an 
Increase of £3,389 in miscellaneous receipts (net), and 
total net Income improved by £56,350. This Improve 


ment is unfortunately not sufficient to permit of the pay 
ment of any dividends on the preference and ordinary 
stocks, which have not received anything since 1931. 
Payment of the dividend on the guaranteed stock is made 
possible by appropriating £9,464 from credit balances 

taken from miscellaneous accounts—now released. Com- 
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pensation under the Settlement of Claims Act, 1921, was 
exhausted last year. The accompanying table compares 
the general financial position for the past three years: — 


1935 1934 1933 
f£ £ £ 

otal expenditure on a 

account .. .. 10,052,929 10,052,929 10,052,929 
Gross receipts from businesses .. 1,312,802 1,247,912 1,003,534 
Revenue aad on busi 

nesses . ; : 1,211,617 ,207,188 1,075,469 
Net receipts of businesses 101,185 40,724 Dr. 71,935 


Proportion of compensation under I 
Irish Railways (Settlement of 


Claims) Act, 1921 . 7,500 
Miscellaneous rec elpts net : 38,947 35, 558 37,251 
lotal net income .. gi ‘ 140,132 83.782 32 Dr. 34,684 
Interest, rentals and other fixed 

charges ‘ ; bs 114,825 114,465 115,863 
Dividend on guaranteed stock 34,771 34,771 34,771 
Balance re a Me .. Dr. 9,464 Dr. 65,454 Dr.185,318 
\ppropriation from general r 

serve — = st , 100,000 
Balances released from  miscel 

laneous accounts oe ; 9 464 65,454 46,982 
Brought forward ; 38,336 


Carried forward 


Passengers brought in £416,426, an increase of £19,744 
which was shown under each heading except for a drop 
of £299 in second class season tickets. Receipts from 
parcels and mails were £128,428, an improvement of 
£4,480. In the goods train traffic receipts of £494,280 
there was an advance of £40,322, to which merchandise 
contributed £21,514 and live stock £12,959.  In_ pur- 
suance of the provisions of the Irish Free State Road 
Transport Act, 1933, the company has acquired a large 
number of merchandise carrying licences and lorries in 
the areas served by the railway, and negotiations in con- 
nection with the terms of purchase of many of these 
licences are still proceeding. The Northern Ireland Road 
Transport Board took over on October 1 last the com- 
pany’s tleet of buses and lorries in Northern Ireland. The 
pooling arrangement provided for under the Road and 
Railway Transport Act (Northern Ireland), 1935, takes 
effect as from January 1, 1936. 


* x * * 


Household, Factory, and Farm Removals 


HIt main line railway companies have now made their 
rail and road services so comprehensive that their 
arrangements for the removal of household effects, factory 
plant, and farming stock and equipment are justly notable 
for celerity, cheapness, and convenience. |The develop- 
ment of the road-rail container principle has enabled them 
to evolve a system of complete household removals, in 
connection with which there is no incidental service which 
they are not qualified and willing to undertake at a 
moderate charge. Estimates are given without charge at 
very short notice and, upon acceptance, containers are 
upplied at a convenient time, into which the furniture 
and effects are carefully packed by experts. After con- 
veyance to destination by express road and rail services, 
the containers are unpacked by experienced men who will, 
if desired, lay the carpets and linoleum, hang pictures, 
place furniture position, and perform other incidental 
services at a reasonable cost, thus reducing personal and 
domestic disturbance to a minimum. Removals can also 
be insured against all risks at trifling premiums; in one 
instance, furniture insured for £50,000 was safely trans 
ported. A further important advantage is that all mem 
bers of the household travelling by rail from the old 
to the new house are entitled to a special reduction of 
one-third from the ordinary first or third class fare: for 
this purpose a form is completed by the person concerned 
and presented to the booking office when the rail tickets 
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are purchased. In many cases delivery is effected up 
to distances of 200 miles within 24 hours. As the number 
of household removals effected by the companies has 
more than trebled during the last three years, it is clear 
that their comprehensive facilities are affording satisfaction 
to the public. 

So far as factory removals are concerned, it is clearly 
essential that the transfer should be carried out 
expeditiously in order that the least possible interference 
with production shall occur. The railway companies are 
ible to render invaluable service on these occasions, as 
they are prepared to undertake the dismantling, collection, 
conveyance, delivery and re-erection of the plant and 
machinery, together with the removal of the household 
effects of the staff, at low inclusive charges. For removals 
of any size, special trains are run to pre-arranged schedules 
on dates convenient to the manufacturer concerned. 
(ther somewhat similar tasks accomplished by the com- 
panies in recent months are the conveyance of the entire 
equipment of a boys’ school, including 800 beds, in 53 
containers, and the removal of a Ministry of Labour 
camp, together with the living quarters and equipment 
of 200 men. Farm removals are also of fairly frequent 
occurrence, and often include the conveyance of farm 
implements and produce, household effects, poultry, 
cattle, sheep, &c., for which the companies are prepared 
to quote an inclusive charge. Experience of many 
similar tasks enables the companies to be of material 
assistance to the farmers concerned, as removals of this 
kind call for careful pre-arrangement. It is usually the 
practice to load the household effects, implements, &c., 
during the day, leaving the livestock to be loaded during 
the late afternoon, the cows in particular being loaded 
last, immediately after the evening milking. By this 
means it is generally possible for the animals to reach 
their destination early the following morning, thus causing 
the least possible inconvenience. 


* * * * 


Travel Facilities for ‘Traders 


pk JBABLY the most advantageous form of cheap travel 
available to business firms is the trader’s season 
ticket, which enables the holder to make an unlimited 
number of journeys between specified stations at rates 
about 25 per cent. below those of the ordinary season. 
The railway companies issue traders’ tickets to firms 
which, during the preceding twelve months, have con- 
signed and/or received traffic in their own names over 
the railway concerned to a value in carriage charges of 
£300 or over. These facilities are provided to enable 
traders, or their representatives, to travel about the 
country and increase their business. The reasonable level 
f the charges can be gauged from the fact that the cost 
of a twelve months’ ticket between London and Birming- 
ham, giving unlimited travel for that period between any 
stations en route, is substantially less than the cost of 
making one journey weekly at the monthly return fare, 
while the charge for a similar ticket between London 
and, say, Penzance is less than the cost of thirty journeys 
at that tare. A further advantage is that the holder 
of a twelve months’ ticket may deposit it with the 
company during its currency for twelve minimum periods 
of seven days each, and on each occasion an interim 
ticket covering the same ground will be issued in its 
place to another representative of the firm; similar facili- 
ties in respect of shorter period season tickets are granted 
pro rata. Traders’ tickets may also be deposited, if 
desired, for a minimum period of 28 days when they are 
not required owing to holidays, illness, or other cause, 
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and the full value of the period of deposit is deducted 
from the cost of the next issue. 

For business firms which find it necessary for their 
representatives to make numerous single journeys >etween 
different places, bulk travel facilities materially reciuce the 
cost of travel. They are available to traders who, during 
the previous twelve months, have dispatched and/or re- 
ceived traffic by any or all of the four main line com- 
panies upon which the carriage charges exceed £300, 
Subject to this traffic qualification, the Railway Clearing 
House will issue upon payment of £80 (for first class 
travel) and £50 (for third class travel) books of vouchers 
to be exchanged fer tickets at booking offices by any 
member or employee of the firm travelling on tive firm’s 
business. No payment is made at the time of booking, 
but a monthly statement is rendered to each trader by 
the Clearing House setting out the particulars and cost 
of each ticket issued, 32:5 per cent. discount being allowed 
off standard ordinary first class fares and 25 per cent. 
discount off similar third class fares. Five per cent. dis- 
count is allowed off monthly return fares, and a similar 
concession is allowed off the advertised fares for any 
aeroplane journeys undertaken on routes operated by 
Railway Air Services Ltd. The vouchers may also be 
exchanged for any other description of passenger ticket, 
such as workmen’s, cheap day trips, etc., but no discount 
is allowed in such cases as the fares are already on an 
extremely low basis. The whole of the deposit must be 
spent within twelve months from the date upon which it 
is made, and special books containing both first and third 
class vouchers can be issued if desired. Special fares 
for commercial travellers are a further long-established 
facility of British railways. Day tickets are issued to 
these passengers, upon production of a special voucher, 
at single fare for the return journey while over-night 
facilities are available at the same fare. Probably the 
most popular facility, however, is the commercial travel- 
ler’s week-end ticket, issued at single fare for the double 
journey upon production of a voucher and certificate of 
identity, and available outwards from Friday to Sunday, 
for return from Saturday to Tuesday. These various 
forms of cheap travel are being increasingly used by 
traders, and are of considerable assistance to business firms 
in maintaining and expanding their sales. 


© * * * 


Rubberised Tie Plates 


AN interesting development aimed at improving the tie 
plate (or sole plate), which is standard on American 
main line railways, is at present undergoing trial in the 
States. It is known as the Osborn tie plate, and is a rubbet 
ised plate designed to minimise vibration and reduce noise. 
With the rail in position the plate appears to be of con- 
ventional shape, but in fact the rail, instead of resting 
upon steel, rests upon a rubber pad 5/2 in. x 5i6 in. and 
3 in. thick, which occupies a rectangular hole, about 
in. greater in length and width, in the centre of the 
plate, the steel portion of which merely holds the rubber 
and the rail in position. With this design the bearing 
area between rail and rubber amounts to 32:5 sq. in. 
Thus, with a coefficient of friction between steel and rubber 
of about 0-6, there is little likelihood of the rail sliding 
on the rubber. According to our American contemporary 
the Railway Age, 1,000 plates of this type have given 
satisfactory service under heavy high speed traffic on the 
Chicago Rapid Transit lines since 1931, and it is reported 
that the rubber is still as resilient as when installed. The 
Pennsylvania also has a number of these plates carrying 
130 lb. rail in main line track. 
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LETTERS TO 


(The Editor is not responsible for the opinions of correspondents) 


Further Impressions of Overseas Transport 
Burnham, Bucks, February 25 
fo THE Epiror oF THE RaILWAy GAZETTE 
Sir,—! did not gather from Mr. Raynar Wilson's letter 


in wl way I had confused the sleeping arrangements of 
the Union Express with ordinary long distance trains. As 


stated, I travelled on the Rhodesia Express and my 
sions ’’’ of the Limited were gained from a cursory 


imp 
ia tion before its departure from Cape Town. The addi 
tional information given by Mr. Raynar Wilson, especially 
is to the excellence and cheapness of the South African 
wines provided on the dining cars, which I can thoroughly 


endorse, is particularly interesting. 
Yours faithfully, 
A. W. ARTHURTON 


Britain’s First Atlantics Scrapped 
London, E.C.2, February 2 
To THE Epitor oF THE RAILWAY GAZETTE 

Srr,—Your leader, entitled as above, which appeared on 
page 281 of THE Raitway Gazette February 14, would, | 
think, have been even more interesting had it contained 
some reference to the Atlantics designed by Sir John 
Aspinall, at that time Chief Mechanical Engineer of the 
Lancashire and Yorkshire Railway, and built at the Horwich 
works of that company. 

[hese were placed in service very soon after the Ivatt 
ones and, indeed, ran the latter rather close for the honour 
of being the first of the type to appear on a British railway. 
They were, as you of course know, of very striking design 
and appearance with what at the time were considered 
enormous boilers, having centres 8 ft. 11 in. above the rails 
and containing, with the firebox, 2,052-8 sq. ft. of heating 
surface as against the 1,442 sq. ft. of the G.N.R. engine, 
ilso the unusual feature, for a 4-4-2 type locomotive, of 
inside cylinders driving the leading pair of coupled wheels, 
7 ft. 3 in. diameter. 

It was, I believe, held by some that these engines, al- 
though having the 4-4-2 wheel arrangement, were not in 
fact true Atlantics, the contention being that an Atlantic 
must have outside cylinders driving the second pair of 
coupled wheels. The Aspinall engines anyhow were the 
only contemporaries of the Ivatt Atlantics for a long time, 
and it was some years later before any other British railway 
introduced the type. 


ba | 


Yours very truly, 
A.M.I.MECH.E. 


Timetable Revision 


London, February 16 
To THE Epiror oF THE RalLway GAZETTE _ 

Sir,—I read with interest your editorial paragraph in 
fue Railway Gazette of February 7 on the proposed 
revision of the Etat timetables (timetables, I may add, 
which the harshest critic cannot accuse of over-conservatism 
in recent years), for there are at last rumours among regular 
passengers in Scotland of a coming revision of the Glasgow 
and Aberdeen train service, to the poor speeds of which 
attention has often been directed in your columns. There 
an be few more fruitful fields for revision than the present 
timetables of the old Caledonian and Highland Railways. 
A 3}-hr. all-year-round schedule between Glasgow and 
Aberdeen— by at least one morning and one evening train 
In each direction—is an improvement long overdue, and in 
summer (when the running of additional daily trains between 
Glasg: w and Perth should enable some of the Aberdeen 
services to be booked non-stop between these cities in 70 
minutes) a 3-hr. timing, with Perth, Forfar, and Stonehaven 
stops, presents no real difficulty nowadays. 

Accelerations like these appear to be perfectly feasible, 
provided that a real reconstruction of this somewhat anti- 
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THE EDITOR 


quated timetable is put in hand, for although it would be 
unreasonable to expect additional daily express mileage in 
what is probably, between Perth and Aberdeen, a liberal 
allowance of trains for the normal requirements of the 
traffic, there are clusters of semi-fast trains—6.39, 7.50 and 
$.50 p.m. from Perth and 9.15, 10.5 and 10.30 a.m. from 
Aberdeen, for example—which obviously lend themselves 
to re-arrangement, while a short extension southwards ot 
some of the Aberdeen and Stonehaven locals might free 
the fast trains from the necessity of making all their present 
stops. The argument that punctuality might suffer by 
acceleration (never, I submit, a valid one) can no longer be 
advanced now that alternative timings for summer Saturdays 
have become general, and the value of revision in this par- 
ticular case is indicated by the fact that three important 
Deeside services at 1.40, 3.20 and 5.5 p.m. from Aberdeen, 
were ‘‘ missed’’ last summer by the trains from Glasgow 
due to arrive at 1.45, 3.37 and 5.35 p.m. 
Yours, etc., 


VIATOR 








DONCASTER Station, L.N.E.R., to BE ResBui_tt.—The 
L.N.E.R. announces that it has decided to carry out exten- 
sive improvements to Doncaster station at a total cost of 
about a quarter of a million pounds. This scheme is one 
of those included in the list of works to be undertaken by 
the company under the terms of the Government Guaran 
teed Loan. Not only is Doncaster an important passenger 
centre and exchange point, but it is also an important depot 
for goods and mineral traffic, and during the summer period 
no fewer than 506 trains pass the signal box at the south 
end of the station, and an average of 522 pass the French- 
gate Junction box at the north end of the station each week 
day. 

At the present time on the down side of the station there 
are two through platform lines and one through main line, 
while on the up side there is only one through platform line 
and one through main line. Between the Frenchgate and 
Marshgate Junction signal boxes for a distance of 187 yards 
north of the station there are only two main lines over which 
ali the trains to and from the north have to pass. The 
existence of this bottle neck involves during the busy summer 
period considerable delay to freight and coal trains, and 
passenger trains alsa meet with heavy delays, due partly to 
the bottle-neck and partly to the existence of only one 
through platform on the up side of the station. 

To enable the large volume of traffic to be dealt with 
without delay, the L.N.E.R. is to provide additional up and 
down running lines between the north end of the station 
platforms and Marshgate Junction where the lines for Hull 
and the West Riding diverge from the main London 
Edinburgh route. An additional running line in the up 
direction is to be provided through the station and the 
present up platform converted into an island platform with 
new booking and parcels offices and cloakroom. Colour-light 
signalling is to be installed throughout the station area, and 
the down platform is to be lengthened at the southern end 
so that it will accommodate the longest trains calling at 
Doncaster. In place of the existing overbridge connecting the 
up and down platforms a subway is to be built, and the 
whole of the station premises are to be lit by electricity 
in place of the existing gas lighting. The entrance to the 
Marshgate goods yard is to be remodelled and the additional 
facilities will enable a train to leave Doncaster for York or 
Hull at the same time as a train for Leeds. Similarly, a 
train will be able to leave Doncaster for York at the same 
time as one for Hull. In the reverse direction a train from 
York will be able to arrive at Doncaster simultaneously 
with a train from Hull or Leeds, and a train from Leeds 
will be able to run into or through Doncaster Station whilst 
a train is arriving from Hull. 
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PUBLICATIONS RECEIVED 


Deutscher Reichsbahn-Kalender, 
1936. (The German State Railway 
Calendar, 1936. Edited by the 
German State Railway Press Service 
Berlin, W.8: Voss-strasse 35. Leipzig 


Konkordia Verlag 160 sheets with 
coloured pictorial cove! 10} 6} in 
Fully illustrated Price 3.20 RM 


This year the German State Railway 
Calendar is no less interesting than its 
nine predecessors, although such events 
as the German railway centenary, and 
the coming into power of the National 
Socialist Government are now both 
landmarks of the past. The standard of 
the photographs is extraordinarily high 
fully bearing out the theory that photo 
graphy is one of Germany's several 
national arts \ new note is struck by 
views of the new State arterial roads 

Reichsautobahnen—one taken on the 
Frankfort-on-Main to. Mannheim and 
Heidelberg road, and the other between 
Munich and Foéching, near Holzkirchen 
The division of the roads by a green 
strip into up and down carriage ways 
is well shown. To one who suffered from 
execrable main roads in Germany only a 
few years ago, these views are doubly 
interesting. Another essentially modern 
illustration is from a photograph taken 
inside a special observation-railcar in 
the Bavarian Alps. The sides and roof 
of the car are of glass on a light frame 

work, giving an uninterrupted view of 
the scenery The rebuilding of Glogau 
station has added another to the already 
famous “‘ cubist station buildings, 
typified by Stuttgart and Oberhausen 
\ view of the train ferry steamet 
Schwerin arriving at Warnemiinde from 
Gjedser, shows the remarkable movable 
bow of this vessel being lifted prepara 

tory to ‘letting out” the through 
coaches. We are also not unreasonably 
reminded that it is still more comfort 

able to reach East Prussia by boat-train 
and steamer via Swinemiinde than by 
direct train through the Polish Corridor 

\ remarkable pl torial chart shows at a 
elance the various grades of fare reduc 

tion now in force on the Reichsbahn, for 
example Workmen's tickets, 50 per 
cent. to 70 per « ent tickets for visitors 
to political functions, 75 per cent. ; zone 
tickets, 75 per cent tickets for travel 
on special “* Strength through Pleasure ’ 

campaign trains, 75 percent. The scenic 

photographs are as fine as ever, an 
unusual example being a view of the 
snow-covered Bavarian Highlands, 
framed in a railway carriage window. 
Unlike some views of the kind, this was 
actually taken on a moving train, and 
not cooked up” in a photographer's 
studio. Other examples of illustrations 
to the calendar will be found on pages 
404 and 405 Historical views are 
interspersed with the others Of these 


we may mention a reproduction of a 
drawing showing the interior of Munich 
Central station in 1848, with trains 
standing in what is nowadays a spacious 
booking hall and concourse. The en 





trance to the old Pantaleon station at 
Cologne, through an ancient city gate 
way, is also of particular interest The 
station did duty until 1894. Two vears 
later the Pantaleon Gate itself suc 
cumbed to an attack of nineteenth 
century vandalism There is also a 
reproduction of the agreement, drawn 
up in German and English, by which 
William Wilson was engaged as engine 
driver on the Nuremberg-Fiirth line in 
1835, and which bears Wilson’s signa 
ture. Finally, we may mention two very 
charming portraits, one of Herr Adolf 
Hitler leaning out of a carriage window, 
and the other a splendid head study of 
a typical German railway worker. One 
can enjoy this almanac whether one has 
the German language or not. 


The Horse Power of Locomotives : 
Its Calculation and Measurement. 
By I G Diamond, M.Sc.(Eng.), 


\.M.Inst.C.E \.M.1.Mech.E Lon- 
don THE Ratway Gazette, 33, 
Pothill Street, S.W.1 12 in 9 in. 
24 pp Illustrated Price 2s. 6d. 

lhis reprint from THe RAtway GAzeETTI 


of seven articles by a well-known autho 
rity on the steam locomotive brings 
together in convenient form the out- 
standing contributions made by engin 
eers and scientists the world over 
towards solving the problem of steam 
locomotive horsepower determination. 
lo be ascertained experimentally in 
three different ways—by the indicator, 
by the dynamometer car, and on the 
stationary resting plant—the horse 
power of a locomotive is a three value 
quantity, not easily investigated experi- 
mentally, and almost impossible to 
predetermine theoretically from a know 
ledge of engine and boiler dimensions, 
speed, cut-off, throttle opening, and 
other relevant data Mr. Diamond, in 
his survey of the work done by in 
vestigators in this field, has adopted the 
plan of describing their contributions 
in chronological order, as far as possible, 
beginning with the formule of D. K. 
Clark in 1852, and concluding with the 
most recent findings of Strahl, Lipetz, 
Lomonossoftf, Nordman, and others. All 
along, there appear to have been two 
schools of thought regarding locomotive 
performance. In Europe, after abortive 
attempts, more particularly in’ Ger 
many, to contrive formule expressing 
horsepower as a function of heating 
surface, cylinder volume, piston speed, 
and or other quantities, there grew a 
tendency to resort to direct experi- 
ment, and to theorise only where the 
locomotives under investigation were 
similar to those for which full experi 
mental figures were available 

Thanks to the work of Sanzin, 
Lomonossoft, Czecezott, and others men- 
tioned by the author, a very complete 
technique of locomotive testing has been 
evolved, and much valuable knowledge 
has already been gleaned from track 
tests. In America, despite the valuable 
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work done on stationary t 


plants 
at Purdue and Altoona—w\ which 


could leave no doubt as to 


very 
large number of variables fecting 
locomotive horsepower the | t fora 
formula having application loco 
motives of all types persist dl still 
continues Within limits, si Of the 
formulae so far devised repre loco- 
motive horsepower fairly well it it is 
evident from what the author WS Us 
of these formule, that in the matter of 
accuracy they will not bear couiparison 
with those in regular use for t com- 
putation of running times | the 


planning of schedules where electricity 
or the diesel engine provides the motive 


power. The impression left on bv the 
author’s survey is that we still have 
something to learn from systemati 
experiments on existing types of loco- 
motives, and would be well advised 


even with the additional knowledg: 
guiding our calculations, to expect 
some departure by any new locomotive 
from our estimate of its capabilities 
particularly when it = incorporates 
novelties in design or is called upon to 
satisfy a new service requirement 


Electric Trucks.— We have received 
from Greenwood & Batley Limited, 
Albion Works, Leeds, an_ illustrated 
pamphlet dealing with some outstanding 
features of the firm's electric stevedore 
or dock-type truck. Ease of control 
and adequate power are two charac- 
teristics which contribute to easy and 
rapid handling of loads under all condi 
tions. Fleets of Greenbat dock trucks 
are in use by the L.N.E.R. at Hull and 
Harwich, and by the L.M.S.R. at Til- 
bury, where nine of these vehicles 
recently assisted in the disembarking of 
200 passengers and 1,200 packages in 
35 minutes. The driving controls are 
simple and conveniently placed, con 
sisting of lever-operated vertical tiller 
steering, three-speed controller with 
detachable handle, and dead-man type 
brake pedal. 


Easter MHolidays.—Some - special 
Easter holiday travel bargains are 
listed in an illustrated guide received 
from Thos. Cook & Son Ltd., Berkeley 
Street, W.1. Most noteworthy of these 
is a 9-day holiday in Lugano for 
£8 7s. 6d., including reserved railway 
accommodation each way. This facility 
becomes available on April 9, and will 
be repeated every Saturday from April 18 
to September 12. The price represents a 
reduction of £3 on 1934. Small supple- 
ments are payable for higher grades of 
hotel accommodation. Similar low- 
priced tours are offered for the Easter 
week-end and in some cases throughout 
the summer to other Swiss and Conti- 
nental resorts. All the usual holiday 
travel attractions for organised parties 
or independent tourists are also shown. 
With the handbook comes a_ booklet 
detailing special arrangements for walk- 
ing, cycling, canoeing, and climbing 
holidays on the Continent, and a folder 
announcing a 15-day railway tour of 
Spain (with road excursions) for 28 
guineas. 
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THE SCRAP HEAP 


Th dio station overlooking Fish- 
guard irbour which, until recently, 
was leased by the Great Western Rail- 
wav the Postmaster General, has 
iust becn let as a dwelling house. The 
two large wireless masts are now in 
the c¢ e of being dismantled. 

* 7 
N L.M.S.R. ACQUISITION 

In Bill now before Parliament the 
L.M.S.R. seeks power to acquire a 
portion of one chicken run in the Urban 
District of Abergele. 


* * * 


The Swedish State Railways keep an 
interpreter at all the big stations. He 


wears huge sash to denote his job 
and you can pick him out in a minute. 
I wish that the one I first met had not 
also immediately picked me out as an 
Englishman and had not, unasked, 
instantly and smilingly proceeded by 
virtue of my nationality to indicate the 
refreshment room.—From an article by 
John Gibbons in ‘“‘ The Christian 
Fan j is 
. * * 

Y Why all these maps and time- 
tables 

zZ Planning our 1936 holiday.’’ 

Y.—'‘‘ What, already! Good gra- 


cious, you’re going to do it properly 
this time, eh—France, Italy, Switzer- 
land, Austria, and what not?’”’ 

Z ‘“ Well, we’re looking into it 
with that in mind; had enough of the 
ordinary stay-at-home sort of holiday.’’ 

A month later. 

Y ‘“ Well, what was the weighty 
decision arrived at—your 1936 holiday 
y know?”’ 

Z ‘“ Oh, we've settled on Brighton 
for the first two weeks, and Hastings 
for the last week. Good train service 
and not too much of it.’’ 

. * * 
SABOTAGE 

Naturally the original ‘‘ Oxford 
Dictionary ”’ knew nothing about 

sabotage ’’ as an English word. It 
is now in the supplementary volume, 
ind the earliest instance cited is from 
the Church Times of 1910 in a comment 
on the ‘‘ sabotage ’’ done by strikers 
on the French railways. Brewer says 
that the word came into use after 
the French railway strike of 1912, when 
the strikers cut the shoes (sabots) hold- 
ing the railway lines.’’ Perhaps 1912 
is there a slip for 1910, the year of 
the great railway strike in France, 
which Briand (once a supporter of the 
general strike as a political weapon) 
put down by calling reservists to the 
colours and bringing railway workers 


under military orders. Obviously, if 


one meaning of the original ‘‘ sabo- 
tage was, as Littré states, what we 


should call the chairing of rails and 
sleepers, it is quite possible that the 
word in its new sense arose out of 
deliberate damage done on the railways. 


But if that is where the damage began 
it has now spread most inordinately. 
Today there is nothing that some 
people will not describe as ‘‘ sabotage,’’ 
from a printed article to a haystack on 
fire. It has become one of the boss 
words of the noble army of jargonauts, 
and our hospitable dictionaries 
naturally take notice of its existence. 
It would be interesting to know 
whether, in its own country of origin, 
it has even yet found its way, in the 
sense of deliberate damage, into the 
official dictionary of the French 
Academy.—From _ the ** Manchester 
Guardian.”’ 
* * * 

RAILWAY AND STEAM-PACKET ComM- 
MUNICATION BETWEEN LONDON AND 
DuerL_in.—A most important meeting of 
the nobility, clergy, gentry, and free- 
holders of the county of Carnarvon 
was held in the Shire-hall, on Friday, 
to consider the best means of co 
operating with the citizens of Dublin, 
in support of a project for communica 
ting between Dublin and London by 
railway and steam-packet in twelve 
howrs. . 2s The main features are 
as follow: the distance from Kings- 
town to Portdynilaen, in Carnarvon 
shire, which is an excellent harbour, 
capable at all hours of the tide of 
sheltering the largest class of steam 
packets, is supposed to be run in five 
hours; and the land route of 220 miles 
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by railways in seven hours, making a 
total of twelve hours only. The rail- 
way is projected through Merioneth- 


shire, Montgomeryshire, Worcester, 
and Oxford, and the difficulties to be 
encountered are less than on_ the 
London and Birmingham line. The 
project is advocated, as a national one. 
The advantages are, that it will beat 
any other line (the Liverpool & 
Birmingham Railway offering at 
present the greatest speed) by eleven 
hours, and if the projected railways in 
Ireland are carried into execution, that 
any part of Ireland may be communi- 
cated with from the London seat of 
Government in twenty-four hours! 
This will be the means of introducing 
into Ireland what she so much wants, 
not only in capital and enterprise, but 
the mind of England.—From _ the 
““ Chester Advertiser’’ of January 15, 
1836. 
* * * 
A NOVEL DEMAND NOTE 

In the early days of railway enter- 
prise there was often difficulty in 
obtaining payment of calls from the 
shareholders The Secretary of the 
Leicester & Swannington Railway, 
however, was a man of resource, and 
the following is a specimen of how he 
wrote to the defaulters. ‘‘ I am there- 
fore necessitated to inform you, that 
unless the sum of £2 is paid on or 
before the 22nd instant, your name will 
be furnished to one of the principal and 
most pressing creditors of the com 
pany.’’ The missives of the Secretary 
generally had the desired effect. 





GREAT WESTERN 
METROPOLITAN RAILWAYS. 


IMPROVED 
WINTER 


Omnibus Service 


ETWEEN 


HAMMERSMITH 


AND 


BARNES 


EVERY 20 MINUTES 


THURSDAY. Ist OCTOBER, 1896. 


For Times of running see back. 
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BS 
TIMES OF DEPARTURE. 
FROM FROM 
HAMMERSMITH TO BARNES.|| BARNES TO HAMMERSMITH. 
a : 
am | »>m am } pm 
735 | 215 80 | 20 
755 | 235 820 | 220 
8 15 2 55 8 40 .% 
8 35 3 15 90 | 3209 
8 55 ; = 920 | 340 
9 15 940 | 40 
415 | as0 
9 35 10 0 
9 55 455 10 20 “i 
10 15 5 15 10 40 5 20 
10 35 5 35 110 | 540 
10 55 5 55 120 | 6 0 
11 15 6 15 11 40 6 20 
1135 | 635 noon. | ; " 
11 55 6 56 1220 | 720 
pm =| 715 
12 15 | pm 7 40 
12 35 ph 12 20 8 0 
7 55 8 20 
12 55 | § 15 12 40 8 40 
115 | 840 1 0 6s 
1 35 9 5 1 20 9 30 
1 55 9 30 1 40 10 0 
Bue My 
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Timetable bill of a joint G.W.R. and Metropolitan Railway horse bus service 
run in connection with the Hammersmith and City line trains 


The first of these joint railway routes was started between Shepherd's Bush and Turnham 


Green on July 5, 1875; on June 12, 1876, it became Hammersmith and Turnham Green; 
and on February 18, 1878, Hammersmith and Barnes. It survived as the last-named route 
until April 30, 1899 






















OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our special correspondents) 


INDIA 


Railway Board and Railwaymen’s 
Federation 

Sir Guthrie Russell, Chief Commis- 
sioner of Railways, in opening the pro 
ceedings of the half-yearly meeting 
between the Railway Board and the 
Railwaymen’s Federation at Delhi, on 
January 20, emphasised that the con- 
tinued fall in earnings made the 
liberalisation of existing rules impos- 


sible. The board was, however, pic- 


pared to consider any case of real hard 


ship. Turning to recruitment, he 
pointed out that the policy of the 
State-managed lines was to re-employ 
retrenched staff whenever possible, in 
preference to the engagement of out- 
siders without previous railway experi- 
ence. The Federation’s suggestion 
that employment bureaux should be 
started, could not, he said, be enter- 
tained, but he advised the federation 
to forward the names and numbers of 
retrenched men to the railways con- 
cerned and promised to discuss the 
question further with Agents of State 
lines in March. 


Railway Works Programme 

An expenditure of Rs. 10-25 crores 
on railway works for 1936-37 was 
approved by the Standing Finance 
Committee for Railways at a meeting 
held on January 31. In July, 1935, the 
committee sanctioned an expenditure 
of Rs. 3 crores on the rolling stock pro- 
gramme for the following year. This 
programme did not include any pro- 
vision for general service wagons, as 
this item was still under consideration. 
On the original estimate that traffic in 
1936-37 would be about 2 per cent. over 
the figures for 1934-35, it was considered 
that 2,000 additional wagons would be 
required, but, in view of the fall in 
traffic at the time, the authorities 
thought it advisable to call for tenders 
for only 1,000 wagons. As traffic in 
1935-36 has continued to be below that 
of 1934-35, it is now held that 750 
wagons, costing Rs. 25 lakhs (£187,500), 
would be sufficient for all needs that 
should be foreseen at present. Certain 
changes in the original programme are 
expected to result in a reduction of 
Rs. 7 lakhs in the expenditure already 
approved. The total expenditure on 
rolling stock will, therefore, be Rs. 3-18 
crores against Rs. 4:55 crores in the 
current year. 

The programme of new construction 
proposed for 1936-37 involves an ex- 
penditure of Rs. 24 lakhs. The ex- 
penditure proposed on open line works 
is estimated at Rs. 8-53 crores against 
Rs. 9-79 crores in 1935-36. The pro- 
gramme provides a sum of Rs. 19 lakhs 
for works connected with the Hardinge 
Bridge protection and the damage 


caused by the Bihar earthquake. A 
sum of Rs. 5 lakhs will also be provided 
for urgent expenditure on unforeseen 
works. 

Out of the total of about Rs. 12 
crores proposed for expenditure next 
year, it is expected that the use of 
materials in stock will reduce the actual 
outlay by about Rs. 50 lakhs. It is 
found from past experience that a 
further reduction will be possible for 
various reasons, and the demand for 
grant under this head will be put at 
Rs. 10-25 crores, of which Rs. 7 crores 
will come from the depreciation fund 
and the balance will represent. addi- 
tional capital. 


Statutory Railway Board 


It is now definitely known that the 
Bill for the constitution of the 
Statutory Railway Authority will not 
be introduced in the _ Legislative 
Assembly in the present session. The 
members of the assembly are dis- 
satisfied with this decision and, possibly 
as a protest, the Standing Finance 
Committee for Railways rejected by a 
majority the proposal for the appoint- 
ment of a special officer in connection 
with the establishment of the Statutory 
Railway Authority. 


Ticketless Passengers 


It is understood that a meeting of 
the Central Advisory Council of Rail- 
ways will be held on February 15 to 
consider the amendment of the Rail- 
way Act proposed to be introduced in 
order to cope with the problem of 
ticketless travel. About three million 
passengers are annually detected travel- 
ling without tickets, and it is estimated 
that a much larger number escapes 
undetected. The railways have long 
demanded legislation to provide 
stricter penalties for the offence of 
travelling without tickets. It is con- 
sidered that the enactment of the neces- 
sary legislation will result in a sub- 
stantial increase in passenger earnings. 


Acquisition of B. & N.W.,R. & K., 
and M. & S.M. Railways 

It was recently asked in the assembly 
if it was a fact that the Government 
had found State-management of rail- 
ways to be less efficient and more ex- 
pensive than management by private 
companies. The Honourable Member 
for Railways and Commerce replied that 
it was difficult to generalise on such a 
wide question. He admitted, however, 
that there were obstacles to strict 
businesslike management in a State 
concern, which did not exist in a 
privately-owned undertaking. Subse- 
quently, the Assembly passed a resolu- 
tion recommending the initiation of im- 
mediate measures to take over control 
of the Bengal & North Western and 
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the Madras & Southern Mah: 
ways from the companies cerned 
and asked the Government not to 
extend the contracts expiring in 1937 

Sir Mahammad _  Zafrull Khan 
Member for Railways ar Com. 
merce, reminded the assem)ly that 
an agreement was ents into 
between the Secretary State 
for India and the Ben! and 
North Western Railway 
securing to the Government 
the right to acquire the railw 
end of 1937 on 12 months’ 
at the end of 1942. Very ca: 
sideration by the Government is, he 
said, necessary, as the acquisition of 
the B. & N.W. and the Rohilkund & 
Kumaon Railways would req a sum 
of £12 millions. The high dividends of 
the B. & N.W.R., to which members 
had referred, were not paid on the 
entire capital that the Government 
would have to invest and, in the event 
of acquisition, the profits would have 
to be distributed over the £10,000,000 
to be paid for the purchase, and would 
naturally be lower. The Railway 
Member also pointed out that the 
transfer of the railway to Stati inage- 
ment might be expected to result in 
an increase of working expens« On 
the other hand, if the railway were 
taken over there might be a chance of 
its amalgamation with the East Indian 
Railway. In that case, the question 
arose as to whether passenger and 
freight rates should be brought to the 
level of those on the E.I.R.? Another 
uncertain factor was the development of 
road transport. 


ta Rail- 


mpany 
India 
it the 


il con- 


M. & S.M. and S.I. Railways 


In the case of the M. & S.M.R., the 
obvious means of making economies 
would be to amalgamate it with the 
South Indian Railway. Such amalga- 
mation was feasible, but the difficulty 
was that the contract of the South 
Indian Railway would not expire till 
1945. After mentioning the various 
schemes that the Government had 
under consideration for overcoming this 
difficulty, Sir Zafrulla Khan added that 
the taking over of these railways would 
synchronise with the constitution of 
the Federal Railway Authority. Would 
it be fair to face the authority with 
this as its first task? 

Dealing with the financial issues in- 
volved, the Railway Member said that 
if the acquisition of the two railways 
was decided upon, the Government 
would have to undertake a liability of 
£17 millions. There were limitations to 
the Government’s borrowing powers in 
the transitional period before the new 
Constitution came into force. If the 
money were raised in India, how would 
the sterling remittance affect the 
market? All these were considerations 
that the Government had to take into 
account. 

Although the resolution was carried 
without division, many non-official 
members spoke against the acquisition 
on the ground that State management 
of railways had not been a success It 
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rgued that money raised for 
se could be better applied to 


lding activities. It seems as 
pinion in favour of company 
nt is slowly gaining ground. 
existing system under which 
d railways are leased to com- 
miciled outside India _ that 
tically no financial responsi- 
stouter opposition to State 
ght have been expected. 
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result of a meeting between 


Eddy and Goudge—Directors of 
\.G.S., B.A. & P. and other 
\merican railways, who had 
postponed their date of sailing 
ind to attend it—and ihe 
of Finance, Agriculture and 
Works, at Government House 
lary 12, agreement in principle 
uwenily, reached on the _ fol- 
ies --—— 
nsultation with the London and 
rds, the railway representatives 
iccept the Government’s views 
rd to the necessity for assisting 
! by granting a rebate in the 
ites upon maize, as well as the 
maintaining tarifis at their 
vel throughout the year 1936. 
int of the maize freight reduction 
hole of the 1936 crop to Decem- 
this year was, it appears, agreed 
$3,500,000, which will be distri- 
i scale tariff with greater reduc- 
longer hauls. 
other hand, the Government 
grant during the same year a 
il rate for railway exchange re- 
s not less favourable to the rail- 


in $15-75 to the £ sterling. As ° 


ernment has hitherto been pur- 
exchange at $15-0 to the £, and 


« the railways $17-0, this new 
n represents a saving to the 
es of $1.25 in the £ The 
of official exchange at the new 
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nains to be seen to what extent 
tter exchange rate will be 
by reduced maize freights, 
upon which the British repre- 
‘Ss gave no opinion befcre leay- 
Mr. Eddy did, how- 
express satisfaction with the 
ent up to a point, and said 
1 present circumstances heroic 
Ss were necessary and someone 
be adversely affected. The 
's had followed their tradi- 


policy of going as far as possible 
t the overtures of the Argentine 


nent, the demands of the pro- 
for lower freights and of labour 


proved working conditions, but 


help to 


ht of the shareholders, who had 
1 no dividends for years, and 
ue of whose shares was dwind- 
vanishing point had also to be 
red. Finally he anticipated that 
‘eement would create a favour- 
ipression in England and prob- 
‘fluence public and 
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parliamentary opiniors in favour of a 
renewal of the Roca Treaty. 


It should be noted, however, that 
the exchange concession holds good 


cnly until December 31, when recon- 
sideration will probably be necessary 
unless the present exchange control 
restrictions have previously been re- 
laxed all round or abolished, which 
seems improbable. 


Improving General Outlook 


On the whole, however, the British 
directors seem to be satisfied with the 
agreement as a first step towards an 
improved outlcok. The next which 
they look forward to is the passing of 
the Argentine Co-ordination of Trans- 
port Bill by the Senate, as it has al- 
ready been passed by the Chamber of 
Deputies. The Bill which will amend 
the Railway Law should also be passed 
by Congress next session, so that, with 
an agreement regarding competition 
with the State-owned lines recently con- 
cluded, the clouds confronting British 
railway interests in Argentina appear to 
be lifting somewhat. Mr. Eddy also 
stated that negotiations regarding an 
agreement upon door-to-door transport 
were proceeding satisfactorily, with the 
likelihood of an early settlement. 

Mr. Goudge in a subsequent interview 
with the press described the new agree- 
ment as ‘‘ an earnest on the part of the 
Government that will be much appre- 
ciated,’’ He also expressed his agree 
ment with Mr. Eddy’s statement, and 
added that immediate steps were being 
taken by the Railway Tariffs Commis- 
sion to discuss the new maize freight 
rates with the Railway Ministry, with 
a view to their possibly being brought 
into force by March 31. 


U.S.S.R. 


Railway Achievement in 1935 
For the first time for many years 
the Soviet railways report that they 
have not only worked up to, but have 
exceeded the figures laid down in the 
Five Year Plans; this is illustrated 
in the following table, which for com 
parison also shows the actuals for 1934 
and the ‘‘ plan’’ figures for 1936 :— 
1934 1935 1936 
(Actual) (Plan)(Actual) (Plan) 
rons carried (mil- 
lions) ... cg 361 390 457 
fon-km. (thous- 
and millions) .... 205 241 260 299 
Daily average haul 
for freight locos. 


(ken)... --. 169 193 259 
Daily average haul 

of a wagon (km.) 117 - 13 143 
Average freight 

train speed 

(km.p.h.) = 14 16 19 


Average turn 
round of wagons 


at terminals (hr.) 22-8 15-8 
Daily car loadings 51,000 75,000 78,500 
Average gross train 

load (tonnes) 994 1,033 


Additions to the Wagon and 
Locomotive Stock 
The number of wagons owned in 1932 
—-the last year of the first five-year 
plan—was 552.000. but during 1933, 
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12,989 new ones were built; and in 
1934, 21,137; whereas in 1935 no fewer 
than 85,381 were added to the stock, 
85 per cent. of them being bogies 
(expressed in terms of 4-wheel units). 
Ihe strain on the older wagons is great, 
as they were designed to carry only 
light agricultural produce and are in- 
adequate for heavy industrial traffic. 
[This accounts for a large number of 
accidents. Similarly there were only 
19,500 locomotives in 1932, but during 
the years 1933-35 the numbers added 
annually were 930, 1,212 and 1,529. 


Mileage and Extensions 

The total length of the Soviet railway 
system by the end of this year is 
expected to be 84,900 km., of which 
1,619 km. will be electrified. The 
Soviet Commissariat for Transport pro- 
poses to double over 2,000 km. of line 
and to rebuild and to consolidate the 
lines from Moscow to the Don Basin 
(or Donbass) via Kursk, the line from 
the Donbass to Krivoij Rog; from 
Sverdlovsk to Gorobladatskara and to 
Bagay. In 1935 a new line was built 
between Postyshevo and Pavlograd in 
the Ekaterinberg system and part of 
the line between Balashov and Pensa 
(1,000 km.) was doubled. Also a num- 
ber of new lines in the Kussbass indus- 
trial regions of Central Asia, and in 
the regions of Lake Baikal and the 
Ussuri were completed. The principal 
new line in the programme for 1936 
runs from Karaganda to Balkhash (488 
km.). 


The Personal Element 

The general improvement manifest in 
1935 is considered to be due largely 
to the energy and foresight of the new 
Commissar for Transport, Mr. L. M. 
Kaganovich, who has’ concentrated 
upon improving organisation, speeding 
up operation and combating accidents. 


The reorganisation of repair shops 
and installation of 100 new ones are 


typical of his initiative, as is the speed- 
up in the equipment of wagon stock 





with continuous brakes—over 100,000 
vehicles now being equipped—and the 
installation of the automatic block 


system on all important lines. 


The Amur Valley Railway 

Recently Mr. Kaganovich made a 
tour of inspection of the railways of 
Siberia and the Far East in order to 
stimulate efficiency. Since April 2, 
1932, the lines between Omsk and the 
Pacific have been under separate semi- 
independent direction, managed by a 
special Assistant Commissar appointed 
by Moscow but resident at Irkutsk. 
Mr. Kaganovich’s journey coincided 
with the completion of the most im- 
portant stage of the doubling of the 
line along the Amur Valley skirting the 
Manchukuo frontier. A_ single line 
existed before Manchukuo purchased 
the Chinese Eastern Railway, though 
the work of doubling it began at the 
end of 1933. By the end of 1935 about 
1,000 miles of double line between 
Karimskava, the junctior with the 






















392 








and _ Boch- 
being used for 
regular passenger and goods. traffic, 
and now the double line has been com- 
pleted nearly throughout to Habarovsk. 
There are, however, several short single 
line bottle-necks over bridges both east 
and west of Chita. 


old 


karevo 


C.E.R. near Chita, 


were already 












The Budget and General Policy 

[he railway budget for 1935  pro- 
vided for an expenditure of 4,150 
million roubles, and that for 1936 pro- 
vides for 5,059 millions, of which 2,006 















will be devoted to rolling stock, 950 
to new lines, 501 to the doubling of 
lines, and 565 millions to capital im- 







provement works. 









LITHUANIA 


History and General Conditions 








systems suffered greater 
result of the war than 
German occupation 
gauge from 





Few railway 





changes as a 
those in Lithuania. 
caused the alteration of the 
the Russian (5 ft. 0 in.) to the 4 ft. 
84 in. standard, and resulted in the 


subordination of commercial to strategic 


























interests. As recently as 1920 the prin 
cipal railway centre in the country, 
Vilna, was annexed by Poland, and 
since then funds have been scarce and 
many overdue improvements have had 
to be postponed again and again. 

With Kaunas (Kovno) left, after 
1920, as the principal town in Central 
Lithuania, it was impossible to travel 
or send goods thence to the principal 






port Klaipeda (Memel) without travers 


















ing either Poland Latvia, and it was 
not until October, 1932, that it was 
found possible to complete the Telsiai 
Kretinga section of the Kutziai- 
Klaipeda line and so rectify this dis 
advantageous state of affairs. Even 
now, however, Kaunas and Klaipeda 
are 325 km. apart by this shortest rail 
route, though separated by only about 
200 km. as the crow flies 

In other ways too the Lithuanian 





railways are proverbialiy backward, as 
for instance in the condition of the 
permanent way, even on the main lines, 
which restricts not only local but inter 
jiational train speeds to a maximum of 
50 km.p.h. (82 m.p.h.) 








Road Competition 












Thanks to roundabout routes, the 
railways have suffered, and are still 
suffering more from road competition 
than those elsewhere. In the effort to 
combat this menace the two principal 
measures taken have been the control 
of bus fares by the Government, and 
the introduction of railcars. At the end 
of 1935 there were eight standard and 
three narrow gauge cars in service, as 
well as a number of wood-gas cars. In 






1934 an Act was passed under which 
it became illegal for bus owners to 
charge fares lower than the correspond- 
ing third class railway fares between 
the same points. Though not affect- 
ing freight transport, which from the 
railway revenue point of view is in 
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these 
the 


a parlous condition, 
should retrieve 


measures 


some of passenger 


traffic lost to the roads. 
Financial Position 
As a gauge of the extent to which 
Lithuanian railways have been hit by 


the financial crisis and road competi- 
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and the 


engineers concerned to be 
congratulated upon it. The C.iK.R, js 
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FURTHER IMPRESSIONS OF OVERSEAS TRANSPORT 


V—Improved catering services on the South African Railways, and 
modernisation of main lines to cope with constantly increasing traffic 


By A. W. ARTHURTON, M.lInst.T., formerly Secretary, British Railways Press Bureau 


standard of the catering service on the South 

\frican Railways, which has _ evidently been 
designed for the greatest convenience of passengers under- 
taking lengthy journeys. I was glad, therefore, to accom- 
pany the Catering Manager, Mr. Simmons, over the dining 
and refreshment rooms and kitchens at Johannesburg 
station, and to learn something of the activities of the 
department. Measures have been taken, in recent years, 
to raise the standard of excellence already achieved, and 
to improve the personal appearance of the uniformed staff 
on the trains. The former Director of Publicity in London, 
Mr. Chittenden, has recently concluded an inspection of 
catering methods on the railways of the United Kingdom, 
Canada, and the United States, and some reorganisation 
of the department will result. Arrangements for improving 
the cuisine by the inclusion in menus of a greater variety 
of typically South African dishes and high grade fruits are 
also being made. 

Of the 81 dining cars owned by the administration, 
about 55 are normally in service. During the busy months 
of December and January, however, this number is 
increased to over 70. The ordinary cars seat 24 pas- 
sengers, and the large twin diners, of which there are 27 
in service, have accommodation for 46. The latter are 
used on all express and main line services and consist of 
two vehicles, the dining saloon proper and the kitchen 
and staff car, each vehicle 63 ft. in length. Both dining 
and kitchen cars are thoroughly well equipped, the latter 
in some cases being lined and fitted throughout with stain- 
less steel. 


slap my tour I had been impressed by the high 


An Empire Exhibition for South Africa 


Less than 40 miles separate Johannesburg and Pretoria, 
and an excellent tree-lined road enabled us to do the 
journey in less than an hour. There is also a good service 
by rail. Pretoria is a city of beauty, particularly in 
spring when the jacaranda trees which line the roads are 
a mass of purple bloom. Of the many handsome buildings 
the finest is the Union Building, where the administrative 
affairs of the Union are conducted. Outside the railway 
station is a massive bronze statue of President Kruger. 
Our visits to the Country Club and the Veterinary 
Research Station coincided with those of the Australian 
cricket team then touring South Africa. Johannesburg is 
becoming excited over the Empire Exhibition to be held 
there from September to December this year. The grounds 
are about a mile from the city, in Milner Park, and | 
gathered from the Assistant Director, who showed me 
round, that the exhibition will be staged on a compre- 
hensive scale in order to demonstrate the progress made 
by the Empire during the past 50 years. More than 
100 acres of ground will be covered with scores of big 
buildings, many of them to be erected by the Home and 
Dominion Governments. It is estimated that 2,000,000 
persons will visit the exhibition. 

We left Johannesburg by the Pretoria-Durban express 
at 3.20 p.m. After passing Germiston, the whole charac- 
ter of the country seemed to change. In place of bush 
and bare veldt as met with in the Kimberley and Mafe- 
king areas and east of Johannesburg, prosperous looking 


farms, surrounded by cultivated land and large herds of 
cattle, began to appear. Ploughing with twelve yoke of 
oxen, as in Biblical times, seemed to be the usual method 
of cultivation, and teams of these animals were visible all 
along the route. The very natives seemed to be more 
prosperous, and there were no small crowds peddling their 
wares at stations where the train stopped. During the 
night we passed from the Transvaal into Natal, through 
Glencoe, Colenso, and Ladysmith, names very familiar 
during the Boer war at the beginning of the century. 
Many long trains with coal from the mines of the Trans- 
vaal and Northern Natal were passed. The coal is con- 
veyed mainly to the ports for export or bunkering, to 
the gold and diamond mines, to the large industrial dis- 
tricts, and to the towns for domestic needs. In this con- 
nection there is the ever-growing problems of arranging 
the transport of return loads so as to eliminate or mini- 
mise the haulage of empty trucks over long distances. 


Main Line Improvements 

Here also we saw evidences of the comprehensive scheme 
of improvements undertaken by. the administration some 
two years ago. They are on a considerable scale, and 
include a new line paralleling the original route and ex- 
tending practically the whole way from Estcourt to 
Durban, a distance of 158 miles. Where on the old line 
there were gradients of 1 in 30, and 300-ft. radius curves, 
there is now nothing steeper than 1 in 50 or 1 in 65, 
while between Pietermaritzburg and Durban the ruling 
grades are 1 in 100 and 1 in 65. The curves throughout 
are now not sharper than of 500 ft. radius. 

The earliest railway builders in South Africa started trom 
Cape Town and Durban with standard 4 ft. 83 in. gauge 
track. Later it was found that economically to mount 
the passes over the high interior plateau (4,000 to 6,500 
ft. above sea level) and traverse hundreds of miles of un- 
inhabited country, a narrower gauge, permitting the easier 
negotiation of sharp curves, was advisable; the less costly 
3-ft. 6-in. gauge, which has been largely adopted through- 
out the continent, was therefore introduced. Constantly 
increasing traffic demands have now made improvements 
necessary which were not economically justified when the 
original line was built. 


A Noteworthy Tunnel 

Heavy earthworks and extensive tunnelling have re- 
cently been completed in this section. The longest tunnel 
in South Africa is Delville tunnel (1,001 yd.) between 
Durban and Pietermaritzburg. There are ten other tunnels 
in this area, some of them approximating to the same 
length. Several of the lighter sections were doubled soon 
after construction, and in March, 1931, doubling was begun 
on the heavy tunnel sections between Mount Vernon and 
Clifdale. The tunnels are being twinned by driving 
another single-line parallel tunnel, and the doubling of the 
new main line between Booth Junction and Umlaas Road 
is now practically completed. To meet the demands of 
ever-increasing traffic, part of this main line has been 
electrified, and at no very distant date an uninterrupted 
stretch of line of 322 miles will be operated by electric 
traction. 
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BRITISH RAILWAY STATISTICS “The Railway Gazette’’ monthly table for Nov., 1935, as comp. ed with 
Nov., 1934, compiled from the Ministry of Transport Statement 0, 199 
Description Great G.W.R. L.N.E.R. L.M.S.R. Ss 
Britain* 
PASSENGER TRAIN TRAFFIC 
Number of pass. journeys (ex. season ticket holders) 99,914,077 6,985,608 | 14,084,311 22,753,278 16,905,380 
Increase (+) or decrease (—) ne + 4,365,763 241,286 + 1,047,207 1,418,936 | - 59,284 
Passenger receipts (excluding season ticket holde rs) £3,256,919 £407,423 £638,972 £968,742 3.865 
Increase (+) or decrease (—) + £116,050 £8,911 } £36,165 + £31,943 3596 
Season ticket es a . £710,444 £43,690 £118,265 £189,171 3,598 
Incr-as> (+) c or decrease ( ) = a a £6,700 £113 | £2,915 £1,753 7,370 
Parcels and misc. traffic receipts (excluding parcels 
post) ~~ me ie — £1,023,812 £187,181 £306,264 £394,606 193 
Increase (+) or decrease (—) £48,378 £9,897 £1,959 £25,271 081 
FREIGHT TRAIN TRAFFIC- 
Freight traffic (tons) (excluding free-hauled) . . 23,340,671 5,697,306 10,948,924 11,144,983 1,437,646 
Increase (+) or decrease (—) - 620,704 | + 565,123 | + 350,051 600,818 519 
Net ton-miles (excluding free-hauled) . 1 347,108,207 244,049,530 458,267,272 549,379,443 58, 739 
Increase (+) or decrease (—) ‘ 75,821,827 | + 20,291,958 | + 23,072,726 | + 29,083,199 | + 1,811,736 
Average length of haul (miles) (excluding free hauled) 57°7 72 42-84 41-86 49-29 )-44 
Increase (+) or decrease (—) : 1- 0-76 1 0-80 0-05 18 
Freight traffic receipts .. i a ‘a ss £7,443, 504 £1,274,392 £2,469,653 £3,065,000 £397,930 
Increase (+) or decrease (—) £278,935 } £101,392 4 £78,153 £102,000 | 463 
Receipts per ton-mile . 1 -326d. 1- 25d. 1-29d 1-34d. 1 -64d 
Increase (+) or decrease (—) 0 -027d. 0-01d 0-03d. 0-03d. 0- 08d 
Freight train-loads : Average train-load (tons) 133-57 138-49 139-61 131-43 110-72 
Increase (+) or decrease (—) ! 4-36 4-75 | +4 3-79 rn 5°17 4-67 
Net ton-miles 
Per train engine-hour ee 1,010-89 1,061 -93 1,071-47 972-13 873-93 
Increase (+) or decrease (—) 32-67 1-15 + 38-03 38-34 58-76 
Per shunting-hour 895-33 813-28 | 985-55 924-70 | 597-81 
Per total engine-hour 474-80 460-56 513-36 473-91 354-98 
Net ton-miles per route-mile per working day 2,937 2,836 3,167 3,468 1,233 
Increase (+) or decrease (—) + 161 211 152 i. 185 - 54 
Wagon-miles. Total . ee 375,399,175 66,993,724 129,514,926 158,743,179 | 17,848,599 
Increase (+) or decrease (—) 16,731,377 4,232,253 4,804,968 7,132,633 | + 608,395 
Percentage of loaded to total 67-18 68-14 64-82 68-84 | 66-17 
Wagons per train Total 35-24 35-56 35-45 35-48 | 32-02 
Increase (+) or decrease (—) 0-81 0-88 + 0-56 + 0-92 1-11 
Loaded .. 23-67 24-23 22-98 24-43 21-19 
Empty sia “a ae on 11-57 11-33 12-47 11-05 10-83 
Train-miles. Coaching—Per train-hour 15-16 14-11 14-23 14-50 17-75 
Per engine-hour 12-18 11-28 11-10 11-10 14-72 
Train-miles. Freight—Per train-hour 8-88 9-31 8-97 8-57 9-72 
Per engine-hour 3-55 3-34 3-72 3-60 3°16 
Engine-miles. Total a me 46,055,931 7,348,309 12,744,098 16,998,159 6,025,459 
Increase (+) or decrease (—) 997,040 274,964 - 228,353 270.319 “ 192,077 
Mileage run by engines. Total train-miles 
Coaching 22,360,564 3,111,925 5,064,733 7,090,762 4,395,665 
Freight .. : i 10,653,861 1,883,812 3,653,533 4,474,587 557,339 
Engine-hours in traffic Total ‘ 5,035,045 864,661 1,509,033 1,964,962 495,282 
Increase (+) or decrease (—) 78,532 33,397 16,540 24,894 9 645 
Shunting miles per 100 train-miles 
Coaching ; re 7°48 6-78 6°55 8-23 8-51 
Freight .. 74-52 85-12 69-72 70-32 97-54 


Passenger Traffic Statistics : Number of journeys, 


Subject Great | G.W.R. | L.N.E.R. 
Britain | 
Full fares— 
Pass. journeys ..| 32,392,032 | 662,358 | 1,121,254 
Gross receipts £770,818 £58,901 | £101,206 | 
Receipts per pass 5°71d. | 21-34d. | 21-66d 
Reduced fares } 
Excursion and 
week-end | 
Pass. journeys 37,027,174 3,968,612 8,501,678 
Gross receipts. .| {1,802,611 | £276,153 | £408,942 
Receipts per : | 
pass. journey 1-68d.| 16-704. 11-54d. 
Workmen 
Pass. journeys 26,861,911 1,913,635 3,568,946 


Gross receipts. . £391,766 | £28,277 £58,208 








Receipts per 
pass. journey 3-50d 3-55d 3-91d 
Other 
Pass. journeys 3,628,589 440,083 | 891,625 
Gross receipts. . £285,947 £43,043 £69,487 
Receipts per 
pass. journey 18-91d. 23-47d. | 18-70d. 
Total— 
Pass. journeys 99,914,077 | 6,985,608 | 14,084,311 
Gross receipts .| £3,256,919 £407,423 | {£638,972 
Receipts per pass. | 7-82d. 14-00d. 10-89d. 





receipts, and receipts per journey 
F 


L.M.S.R. 


1,424,393 
£103,132 
17-38d. 


13,122,940 
£642,554 


3-84d 


1,051,262 
£105,473 


24-00d. 


22,753,278 | 


£968,742 
10-22d. 


























S.R. | Cheshire | Liverpool | L.P.T.B.+ | 
| Lines Overhead 
2,568,290 | 16,700 153,781 | 25,604,866 
£147,262 £2,377 £1,568 £341,362 
13-76d. 34-16d 9-45d 3-20d. 
7,960,056 390,750 71,194 1,316,702 
£389,153 £18,845 £624 £28,465 
11-73d 11-57d. 2-10d. 5-19d. | 
5,705,012 239,726 219,548 6,935,492 | 
* {94,425 £4,131 £1,788 £77,497 | 
3-97d. | 4-14d 1-95d 2-68d. 
671,579 58,799 44,680 392,987 
(57,584 {3,733 {287 £3,417 
| 
| 20-58d. 15-24d. 1-54d 2-09d. | 
| | 
16,905,380 | 706,007 489 203 34,250,047 
{688,865 | £29,113 | £4,267 | £450,741 | 
9-78d. | 9-90d. 2-09d. | 3-16d. | 


(excluding season ticket holders)—November, 1935 


| Mersey 


75,624 
£1,306 
4-14d 


641,576 
£9, 253 


3-46d 


206,866 
£1,884 


2-19d 


10,885 

£172 
3-79d 
934,951 


£12,615 


"3-24d. 





* Allstandard gauge rail ways. 





t Includes passengers originating on the railway undertakings, and on the Whitechapel ard Bow Joint Railwav. 
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THE RAILWAY POSITION IN THE U.S.A. 


A review, from a correspondent, of indications in American railway 
statistics for 1935 which justify a more hopeful outlook for the future 


Hit American railways continu? to afford a striking 
T ample of a great industry struggling to maintain 
dependence in the face of industrial depression and 

comp. tition which is not only unregulated but is, in effect, 
subsidised by the State. The resultant decline in railway 


revenue is illustrated by the following particulars of net 
railway operating income and the return on property in- 


nt, i.e., the value of road and equipment as shown 


vesul 
by the books, including materials, supplies and cash, from 
1929 to 1934: — Net Railway Return on 
Operating Property 
Income Investment 
$ Per cent 
1929 .. ae .. 1,251,697,938 4-84 
1930 .. i .. 868,878,773 3-30 
1931 .. ae .. §25,627,852 2-00 
1932 .. Be .. $26,298,008 1-24 
1933 .. as .. 474,212,304 1-80 
1934 .. a .. 462,706,910 Oy 
For the first nine months of the current year, the gross 
operating revenues of the Class 1 railways amounted to 
$2,511,921,427, an increase of $47,748,419 compared with 
the corresponding period last year, but operating expenses 


increased in greater ratio, with the result that the net 
operating income amounted to $321,994,682, or 1-70 per 
cent., compared with $344,585,784, or 1°81 per cent., for 
the first nine months of 1934. Thirty-one railways failed 
to earn expenses and taxes in the first nine months of 
this year. Much of the increase in operating expenses 
is due to the restoration of the 10 per cent. deduction 
in railwaymen’s wages and to the higher cost of materials 
and supplies in consequence of the National Recovery 
Programme, the increased expenditure under these two 
heads having been estimated at $290,000,000 annually. 
Notwithstanding this heavy increase in expenditure, 
a closer analysis of the monthly figures for 1935 reveals 
a more hopeful position than is evident at first sight. 
With the exception of a slight increase in April, the net 
operating income for the first seven months of the year 
made a poor comparison with 1934, the total net revenue 
for the seven months being approximately $40,000,000 
less than in 1934. During August and September, how- 
ever, net income increased by about $17,000,000, thus 
reducing the decrease to approximately $23,000,000 for the 
nine months ended September 30. The substantial in- 
crease in net revenue for August and September is par- 
ticularly notable in view of the fact that operating 
expenses and taxes for these two months increased by 
approximately $26,000,000 compared with 1934. Another 
hopeful indication is provided by the latest car loading 
figures, the loadings of freight revenue for the four weeks 
ended October 26 being nearly 14 per cent. more than in 
October, 1934. Great importance is attached by American 
economists to car loading figures, which are used in the 
compilation of the weekly index of business activity. Even 
assuming a continuance of the improvement of recent 
months, it is not likely that the net operating revenue of 
the railways for 1935 will much exceed that of 1934 
When the return on property investment was only 1:77 
per cent. Meanwhile, the position of the railway industry 
in America must be regarded as critical, and it may well 
be asked what contribution has been made to the solution 
of the problem by the Co-ordinator of Transportation ap- 
pointed under the Emergency Transportation Act of 1933. 
This Act, as originally conceived, was approved by 


the railways, it being contemplated that the legislation 
would produce considerable staff economies. Unfortu- 
nately, it was amended in Congress and, as enacted, pro- 
vided that the railways should not have a smaller num- 
ber of men than they had in May, 1933, and that no 
employee should be in a worse position as to compen- 
sation than he was at that time. This provision almost 
entirely negatived the purpose of the Act so far as the 
railways were concerned. It was also provided that the 
co-ordinator should make studies that might lead to 
economies or improvements in service. Several such 
studies have been made, one of which, dealing with 
passenger transport, was briefly reviewed in THE RAILWAY 
GAZETTE of September 13 last. Many helpful suggestions 
are contained in these studies, all of which are receiving 
careful consideration by the railways. Generally speak- 
ing, however, the railways have been disappointed with 
the results of the Act, and are not anxious for the re- 
enactment of the legislation when it expires in June next. 
The railways themselves place greater faith in the Asso- 
ciation of American Railroads, organised in the autumn 
of i934 to assume jurisdiction not only of disputes among 
carriers but to do everything for the industry and the 
public interest that can be done within the industry 
itself. Much useful service, including research and 
propaganda, is being rendered by this association, but 
it is claimed that no real progress can be made in co- 
ordination and consolidation while the provisions of the 
Emergency Transportation Act remain in operation, apart 
from which American railway executives have a very 
natural objection to a federal officer having authority 
to exercise discretion in managerial functions without 
responsibility. . 








KING’S Cross, LONDON TRANSPORT, STATION REBUILD- 
1NG.—The London Passenger Transport Board has begun 
the work of rebuilding King’s Cross station, which serves 
the Metropolitan, Piccadilly, and Morden-Edgware Lines. 
The first contract provides for a central ticket hall similar 
to that at the Leicester Square station. Escalators will 
lead direct from the hall to the platforms of the Piccadilly 
and Morden-Edgware Lines. This hall will replace three 
ticket halls and an involved subterranean interchange. 
The existing subway entrances from the neighbouring 
street corners and from the two main line stations (St. 
Pancras, L.M.S.R., and King’s Cross, L.N.E.R.), will b« 
retained. Three flights of fast moving escalators will carry 
passengers to and from both Piccadilly Line platforms. 
Two flights of three escalators each will lead from the 
Piccadilly Line platforms to the Morden-Edgware Line 
and will provide escalator exchange between these lines. 
Lifts will be eliminated and the movement of traffic will 
be aided further by batteries of automatic ticket machines. 
The cost of rebuilding the King’s Cross tube station will 
be more than £300,000, and the work comes under the 
five-year programme of reorganising and expanding 
London transport at a cost of about £40,000,000. The 
final plans provide for greatly improved interchange 
between the main line stations at King’s Cross and St. 
Pancras and the Metropolitan, Piccadilly, and Morden- 
Edgware Lines. Reference to the King’s Cross station 
rebuilding was made on page 1266 of our issue of 
June 28, 1935. 
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NEW WAGON STOCK FOR LONDON TRANSPORT 


Four built 


types of wagons 


by 


the Gloucester Carriage 


Railway 


& Wagon Co. Ltd., to the designs of Mr. W. S. Graff-Baker, Chief 


Mechanical Engineer (Railways), London Passenger Transport Board 


HE Gloucester Railway Carriage & Wagon Co. Ltd. 
has recently constructed for the London Passenger 
Transport Board a series of wagons of four different 

types, to the designs and approval of Mr. W. S. Graff- 
Baker, Chief Mechanical Engineer (Railways), London 
Transport. These include six 20-ton rail wagens, seven 
20-ton hopper ballast wagons, eleven 30-ton flat wagons, 
and four 10-ton flat wagons. The first of the vehicles, 
namely the 20-ton flat wagons, were supplied for the 
transport of rails, but are convertible, by the addition of 
box ends, for general purposes or transport of ballast. They 
measure 65 ft. 6 in. over headstocks and 67 ft 114 in. 
overall; the bogie centres are placed 50 ft. 0 in. apart, 
and each bogie has a wheelbase of 5 ft. and wheels 2 ft. 
6 in. diameter. The tare weight is 18 tons 2 cwt. The 
wagons are provided with socketed side stanchions, readily 
lowered for loading, also with standard R.C.H. couplings 
and side buffers for coupling to steam stock, and auto- 
matic coupling, electrical jumpers and Westinghouse 
hose couplings for connecting to standard London Trans- 
port electric stock; the side buffers are hinged for the latter 
purpose. Special Westinghouse “‘ empty and load ’’ air 
brakes with changeover levers at each side of the wagon 
are fitted, giving additional brake power for use when 
the vehicles are loaded, and in addition there is a hand 
brake to all wheel blocks operated from diagonal corners. 
The bogies are of the diamond frame type. 

In the construction of these vehicles a fully welded 
underframe is used. The headstocks, solebars and bolsters 
are of roiled steel channels, fish bellied girder section 
longitudinals 24 in. deep, fabricated by welding from flat 
plates, running the full length, 65 ft. 6 in., of the frame. 
[he crossbars are of rolled steel sections with substantial 
welded webs to the longitudinals. The floor sheeting is 
of rust-resisting chequered plates riveted to facilitate 
renewals. These are the longest all-welded wagons yet 
built in this country, and a considerable saving in weight 
has been effected by the adoption of the process. Each 
longitudinal proved 15 cwt. lighter than a girder of equal 
moment of inertia built up of riveted angles and 
plates. All welds were subjected to severe tests, and a 
replica section of a longitudinal 3 ft. 6 in. long, sus- 
tained a load of 170 tons before assuming the form shown 
in the accompanying iilustrations. The efficiency of 
the welding’ was demonstrated by the fracture being 
confined to the parent metal in the centre, and at all 
other parts passing through both weld and parent metal. 
The complete vehicle was subjected to a test of 100 per 
cent. overload (40 tons), and then sustained the normal 
load of 20 tons for sixteen hours without registering any 
permanent set. : 

The other 20-ton wagons, which are of the hopper type, 
have a length over headstocks of 23 ft. 44 in. and of 25 ft. 
10 in. overall. The capacity of each wagon is 465 cu. ft., 
wheelbase 13 ft. 0 in., wheel diameter 3 ft. 2 in., and 
tare weight 12 tons 5 cwt. These have been introduced 
for the transportation and distribution of ballast, of which 
material they carry 20 tons. These wagons, which in 
their coupling and other arrangements for steam and elec- 
tric rolling stock, and also braking arrangements, are 
identical with the 20-ton wagons already described, are 
arranged with three independent discharge doors, operated 





by hand from the platform at the end of the wagon, 
giving discharge at either side or at the centre. Standard 
R.C.H. axles and axleboxes are fitted. 

In the construction of these wagons, underframes of 


rolled steel sections, fully welded and rigidly braced by 
diagonals and tie bars, are used, with a sub-frame of 
pressings to carry London Transport coupling arrange- 
ments. The hopper is of rust-resisting steel plate, riveted 
for convenience in replacement, and supported by tee 
section stanchions and angle section framing. The patent 
arrangement for the control of the discharge by means 
of quadrant doors, each operated by a hand wheel from 
the platform through a gear of skew form, and of geared 
quadrants integral with the door, eliminates all unneces- 
sary gearing and at the same time allows each door to 
be independently opened to any required rate of discharge 
and closed again, against the load, with equal facility. 
The operating gears are protected by covers, and a de- 
flector is fitted to the centre discharge decor to throw 
ballast clear of the centre conductor rail. The vehicles, 
although restricted to dimensions for operating on tube rail- 
ways, confirm to all R.C.H. requirements for running 
clearances. 

The 30-ton wagons measure 50 ft. 14 in. over headstocks 
and 52 ft. 7 in. overail. The bogie centres are set at a 
distance of 33 ft. 6 in., and the bogie wheelbase is 5 ft. 
0 in.; the wheels are 2 ft. 6 in. in diameter. The tare 
weight is 17 tons 14 cwt. 3 qr. The vehicles are low- 
loading flat wagons for transporting permanent way 
materials, and convertible to ballast wagons by the ad- 
dition of box sides, all other details being the same as 
those for the 20-ton low loading wagons described at the 
outset. 

The 10-ton freight wagons have a length over head- 
stocks of 17 ft. 6 in., and 19 ft. 11} in. overali. The 
wheelbase is 8 ft. 6 in. and the wheel diameter 2 ft. 6 in.; 
the tare weight is 8 tons 4 cwt. 3 qr. These are four- 
wheeled vehicles also constructed so as to be convertible to 
ballast wagons by the addition of boxed sides and ends. 
The coupling gear and brake gear have the same parts as 
those fitted to the other wagons described. They have 
fully welded underframes of rolled steel sections and riveted 
tioor sheeting. Murex electrodes were used throughout 
for the welding processes. 








G.W.R. Dieset RalitcaR SERVICES.—Beginning on 
Monday last, February 24, a further 26 passenger ser- 
vices, operated by streamlined diesel railcar, are being 
provided. The new services are in the Colwall, Malvern, 
Worcester, Droitwich Spa, Kidderminster, and Stourbridge 
Junction area. This brings the number of streamlined 
diesel railcars now in G.W.R. service up to 13. Of the 95 
services which they operate, 56 have been introduced 
since the beginning of this month. As recorded on page 
380 of our Diesel Railway Traction Supplement last week, 
new A.E.C. diesel trains were inaugurated on February 3 
between Oxford and Princes Risborough, Oxford and Ban- 
bury, Oxford and Witney, Oxford and Didcot, and Didcot 
and Swindon. On February 17 further services were begun 
between Bristol and Weymouth (two in each direction 
daily); Westbury and Salisbury; and Yeovil and Taunton. 
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WELDING IN LOCOMOTIVE CONSTRUCTION 


Locomotives recently built at the Derby works of the 
L.M.S.R. incorporate many components in the fabrication 
of which electrical welding plays an important part 


N page 436 of THE RatLway GAZETTE of March 8, 
1935, we published a short illustrated article de- 
scribing the new 2-6-2 tank locomotives constructed 

at the Derby works of the London Midland & Scottish 
Railway. Several of the component parts in the construc- 
tion of these engines consist of units built up by means 
of electrical welding, which, in the past, were comprised 
of castings, riveted angle or flanged plates. An excellent 
example of the kind of work referred to is seen in the 
smokebox saddle for this new class of engine, which have 
tapered boilers. The method adopted provides for a rela- 
tively high degree of accuracy in the finished article 
especially when compared with steel castings of similar 
size and type, which result is obtained chiefly by the use 
of positioning jigs and tack welding. 

The first of the illustrations on'the following page shows 
the smokebox saddle, with the different plate sections being 
positioned in the jig in the raised position; a complete 
saddle welded and ready for machining is seen in the fore- 
ground. The orifice on the right is the exhaust steam 
passage from the cylinder to the blast pipe and is in the 
form of a breeches pipe, on to the centre flange of which 
the blast pipe is jointed. In these saddles the breeches 
pipe is a steel casting which is fitted in the jig along with 
the section plates and incorporated into the whole unit by 
electric welding. The first operation after the parts have 
been positioned is that of tack welding, in which spots of 
weld are made along the joints in order to hold the 
sections together while the final welding is carried out. 
The completed saddle shown in this illustration is, as can 
be gathered, absolutely clean and free from superfluous 
metal; the allowance for machining at the various points 
where contact is made with other parts is 7 in. to } in. 
A very important point in regard to fabricated details of 
this type is the use of steel plate, which enables a mini- 
mum thickness to be used, thereby gaining an advantage 
by the reduction in weight, whilst further points in favour 


of fabrication as against casting in steel include an almost 
complete lack of distortion, ability to compute the exact 
total weight of the finished unit, and the speed with which 
it can be produced. 

The next illustration shows the actual welding taking 
place and the electrode attached to the operator’s holder 
can be clearly seen. Prominent in this illustration is the 
cast steel breeches pipe already mentioned and the welded 
ribs and struts which hold it in position. 

Another illustration gives a view of the framing of one 
of the 2-6-2 type tank engines, and here the smokebox 
saddle is shown completely machined and fitted in be- 
tween the engine frames; the blast pipe seating with fixing 
studs is plainly visible. In the foreground a main-frame 
stretcher will be observed, and this is a particularly good 
example of how simplicity of design and construction is 
obtained by welding. It is not possible to give compara- 
tive weights of the smokebox saddle as this was originally 
designed as a fabricated unit. It may, however, be of 
interest if the respective weights of the welded ashpan 
seen in one of the other illustrations is compared with 
an ashpan produced by means of flanging and riveting. 
The figures are as follow : — 

Cwt. Or. Lb. 
Welded complete with dampers, &c. .. us : 7 1 24 
Flanged and riveted with 188 rivets of § in. diameter, 

and 2 in. long, with dampers, &c. .. ee oe 

A range of component parts, in the manufacture of 
which electrical welding is largely resorted to, is illustrated 
on page 402. In all, these comprise nearly twenty 
separate items, the names of which are given below the 
illustrations. Further uses to which electric welding is 
being applied at the Derby works of the L.M.S.R. include 
recovery and renovation of many parts previously 
scrapped, also welding of cracks in place of costly and 
weighty patching and riveting, as in the case of fractures 
in frames and other units. 

The upper illustration on page 402 shows the follow- 
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View of framing and smokebox saddle Welding operation on wheel centre 
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Another group of welded parts for the same engine 
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2-6-2 tank engine with welded parts in the erecting shop at Derby 


ing:—-Sandboxes, frame cross stretcher, spring link 
bracket, tank filling hole, small brackets for cylindet 
cock gear, quadrant for damper gear lever, drawbat 
bracket, and the lower illustration other components com- 
prising ashpan, buffer beam gusset brackets, filling in 
piece for splasher, frame cross stretcher, angles for side 
tanks, vent pipes for side tanks, crossbar for smokebox 
door dart, covers for rubber pads on spring links, stays 
inside bunker, brackets for ashpan gear. 

The welding of flaws in the spokes of locomotive wheels 
is another operation illustrated. The wheel seat is also 
welded up preparatory to re-boring for the fitting of the 
axle, and, in addition, flaws in the wheel rim are restored 
in a similar manner and by the same process. In this 
case, after welding on the rim of the wheel the rim is 
turned up in the lathe in order to correct any defect due 
to distortion. 

3efore a change over to electric welding of any unit is 
agreed, it is laid down that the following requirements 
must be met :— 

1) The unit must be equal or superior to the previous steel, 
cast iron, or riveted work. 

(2) Minimum of machining. 

(3) Minimum weight consistent with requirements. 

(4) Welding must bear comparison with the previous method 
regarding cost. 

In this connection particularly interesting points, which 
arise when fabricated units as substitutes for steel castings 
are being considered, and which must have a considerable 
bearing on the ultimate decision arrived at, are the 
following :— 

(1) The elimination of costly patterns. 

(2) Continuous production of the welded unit. 

3) Articles produced in own shops as required thus avoiding 
excessive stocks. 


_In the brief survey of the subject now made it 
is possible to refer to and illustrate only a few of the 
components for engines and tenders that can be or are 
being fabricated by means of electric welding. Units 
weighing from a few pounds, or running into a hundred- 
Weight, are possible of production by this method, 
including cylinders, pony truck frames, boiler joints 
(riveted and welded) tender tank and bunker joints, bogie 
frame parts (riveted and welded), reversing shaft and 


fittings, regulator handles, spring casings, reversing rods, 
superheater elements, clips, and a large number of other 
units. 

We recently had an opportunity of inspecting many of 
the locomotive component parts produced by electric 
welding in the Derby works and can testify, therefore, 
to the excellent workmanship and finish obtained, and it 
is by the courtesy of Mr. W. A. Stanier, Chief Mechanical 
Engineer of the L.M.S.R., that we have been enabled 
to present to our readers the above short illustrated 
description of the operations carried out. 





A group of forged steel couplings, finished bright, 

recently manufactured by Head, Wrightson & Co. Ltd., 

of Thornaby-on-Tees to the order of the Egyptian State 
Railways 
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Above: The famous Hohenzellern rail and road bridge across the Rhine at Cologne as it is now. Below: A view 
looking from Cologne towards Deutz, reproduced from an old illustration, showing the 1859 Rhine bridge which was 
replaced by the Hohenzollern bridge in March, 1911 
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Re-aligning of tracks at Cologne (Deutz). The famous cathedral and Hohenzollern bridge may be seen in the background 
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Signal gantry on a section of electrified line, German Work on the overhead conductor wires on an electrified 
State~ Railway section in Bavaria 
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NEW G.W.R. THIRD CLASS COACHES 
‘ 
lev 
nil 
in 
wi 
ser 
T? 
A® part of its 1936 passenger rolling stock construction Co 
programme, the Great Western Railway is building ri Co 
at Swindon works 124 third class corridor coaches Tr 
of a type designed to provide a much greater degree M: 
of comfort than hitherto. These coaches, of which about = 
60 are already in service, are to be used on all the k 
company’s main-line express services. “ 
Each coach is 61 ft. long, by 9 ft. wide, and has eight a“ 
compartments seating a total of 64 passengers. In the 
case of brake composite coaches, however, there is seat- Sui 
ing for 32 passengers. Entrance is by end doors only. sio 
The coaches are built of steel underframes, the bodies ter 
having wooden framework covered externally, including in 
the roof with steel panelling. The principal feature of “i 
the new stock is the large observation windows on both hs 
the compartment and corridor sides. In addition, the ne 
corridor partition has been altered and, by means of sal 
enlarged side windows and a wider sliding glass-panelled ] 
compartment door, an uninterrupted “‘ window seat ”’ Ag 
view is obtained from both sides of the compartment. siol 
Above the windows on both sides of the coach are sliding Lot 
glass ventilators, with hinged deflecting vanes, supplied sio1 
by A. G. Wild & Co. Ltd. Br 
The interior scheme of decoration is in pleasing shades mv 
of cream and brown. Light polished birchwood upper 
panels and the white enamelled ceiling, giving additional “ 
light, contrast pleasantly with the dark walnut of the ~ 
rest of the woodwork and the brown figured moquette oa 
with which the seats are upholstered. On the corridor 
side standard Rexine blinds are fitted, but for the com- A 
partment windows gold and brown rayon curtains are abs 
provided. Loose spring cushions provide a comfortable the 
seat, the back rest of which is fluted. Heating is pro- Bus 
vided in each compartment by the customary means of _ 
a radiator beneath each seat. The coaches are electrically Compartment of one of the new G.W.R. third class coaches ~m 
lighted, and fitted with spacious lavatories. showing improved seating and window arrangements vid 
has 
= = son 
and 
Vic: 
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tak: 
The former Caledonian “single” & Highland * Jones goods” locomotives. which, as already recorded in ‘* The Railway adn 
prot 





Gazette,” are being preserved at the St. Rollox works of the L.M.S.R.. have now been repainted in their original liveries 
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PERSONAL 


SoUTHERN RaiLway APPOINTMENTS 
The directors have approved the fol- 
ppointments :— 


lowin 

Locomotive Running Deparimenl 

Mr. A. Cobb to be Locomotive Run- 
ning Superintendent, as from March 1, 
in place of Mr. A. D. Jones, 
who s retiring from _ the 
servic 
T vaffi Manager's Department 
and Divisions 

Mr. W. M. Perts, Deputy 
Commercial Assistant, to be 
Commercial Assistant to the 
Traffic Manager, in place of 
Mr. A. H. Lingard, who is 
retiring. 

Mr. A. E. Hammett, Assis- 
tant for Rates & Fares, to be 
Deputy Commercial Assistant 
to the Traffic Manager. 

Mr P. Nunn, Divisional 
Superintendent, Western Divi- 
sion, to be Divisional Superin- 
endent London (East) Divisicn, 
in place of Mr. A. White, who 
retires from the service. 

Mr. C. F. de Pury, Assistant 
Superintendent, London (West) 
Division, to be Divisional Super- 
intendent, Western Division. 

Mr. E. E. Young, Goods 
Agent, Brighton, to be Divi- 
sional Superintendent of the 
London District Freight Divi 
sion, in place of Mr. W. A. 
Brown, London District Freight 
Superintendent, who is retiring. 


a 


Mr. W. G. Pallett, General 
Manager of the Laycock Engi- 
neering Co. Ltd., has been ap 
pointed Managing Director. 

Arising cut of the recent 
absence for reasons of health of 
the Operating Manager, Central 
Buses, London Trarsport, 
and with a view to 
greater measure of co-operation _ be- 
tween the various road _ services pro- 
vided by the board, the organisation 
has been revised. Mr. A. C. Richard- 
son becomes Chief Inspecting Officer 
and will take up special duties in, the 
Vice-Chairman’s office. Me. FT. E. 
Thomas will be responsible for the 
operation of the board’s road services, 
with the title of General Manager, 
Road fransport. Subject to this it is 
intend d to retain the separate organi- 
Sations for the staff and operation of 
the various forms of road transport. 
Opp: rtunity has been taken of this 
reorganisation to grant recognition to 
a number of assistants who are now 
taking a share of responsibility for the 
administration of the undertaking by 
promoting them to officer’s rank. 


securing a 
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Mr. Theodore Eastaway Thomas was 
born in 1882 and educated at Batter- 
sea Grammar School: he entered the 
drawing office of the London United 
Tramways in 1899, and two years later 
was engaged in the electrification work 
under the late Sir J. Clifton Robinson, 
then Managing Director. Later he was 
appointed Resident District Engineer, 





Mr.-T.. E. 


Thomas. 


Appointed General Manager, Road Transport, 


London Passenger Transport Board 


and as such was concerned with con- 
struction and maintenance work until 
1910. At that time the London United 


Tramways came under the administra 
tive control of the Underground ”’ 
group, and Mr. Thomas was transferred 
to headquarters to deal with publicity 
and traffic work for the group. In 
1913, consequent upon the group 
securing control of the Lendon General 
Omnibus Company, he became Com 
mercial Assistant dealing with fares and 
routes, and, in 1915, Commercial Super 
intendent. Tollowing a public adver- 
tisement he was seiected in competition 
as Development Superintendent of the 
London County Council Tramways, 
which service he jcined in 1917. He 
became Traffic Manager in 1925, and 
in 1930 succeeded Mr. J. K. Bruce as 
General Manager, having previously 
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assisted Mr. Bruce in the strenuous 
task of placing the L.C.C. Tramways 
undertaking on a firm financial basis. 
On the formation of the London Pas- 
senger Transport Board Mr. Thomas 
was appointed General Manager, Tram- 
ways (Central, Southern, and Eastern 
Areas), and in October of the same 
year, 1933, became General Manager of 

al! the London Transport tram- 


ways. He is a Foundation 
Member, Gold Medallist, and 
Vice-President of the Institute 


of Transport, and is Chairman 
of the Tramways, Light Rail- 
ways & Transport Association. 
In his new appointment as 
General Manager, Road Trans- 
port, Mr. Thomas becomes re- 
sponsible for what is probably 
the largest road transport fleet 


in the world under one owner- 
ship, comprising some 5,975 
buses, over 500 coaches, 2,509 


tramcars, 183 trolleybuses, and 
nearly 500 miscellaneous road 
vehicles. 


We regret to note the recent 
death of Mr. W. W. Salmon, 
President and General Manager 
of the (American) General 
Railway Signal Company, in 
his 6lst year. He had seven 
years’ early experience in the 
Civil Engineers’ Departments of 
the Pennsvlvania, Philadelphia 
& Reading, and Chicago & 
North Western systems prior to 
joining the Hall Signal Com- 
pany in 1893. Soon afterwards 
he came to Europe to urge the 


use of American _ signalling 
methods, with the result that 
Hall automatic signals were 
adopted at Bordeaux on the 
Midi, at Laroche on_ the 
P.L.M. and on a Belgian light 


railway near Ghent. Subse- 
quently, too, the Paris Metro 


was the first underground line to 
be so signalled. In Great Britain 
Mr. Salmon eventually became _ in- 
directly responsible for the _ first 
two automatic signalling  installa- 
tions—the Andover-Grateley and 
Alne-Thirsk—as explained in our 


editorial note on page 382. Mr. Salmon 
left the Hall Signal Company in 1901 
and joined the Taylor Signal Company, 
a concern making all-electric power 
apparatus, the British rights for which 
were purchased by McKenzie & Hol- 
land, and became one of the develop- 
ments organised by the McKenzie 
Holiand and Westinghouse Power 
Signal Company. Mr. Salmon became 
President and General Manager of the 
General Railway Signal Company when 
it was formed in 1904, and acquired 
the Taylor Signal Company and the 
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Low Pressure Pneumatic Company. 
rhe latter had by then established the 
British Pneumatic Signal Company, 
which instalied the Andover-Grateley 
equipment, on the L.S.W.R., in 1901. 


Mr. G. H. Crook, who, as announced 
in THe Rattway Gazette for Feb- 
ruary 21, has been appointed Chief 
Assistant to the Signal Engineer, 
G.W.R., Reading, joined the Telegraph 
Department of that railway in 1898, 
and was transferred to Chief Telegraph 
Superintendent’s Office, Paddington, in 
1900, and to the combined Signal and 











Vr. G. H. Crook, 


Appointed Chief Assistant to the Signal Engine 


t 
Great Western Railway 


Felegraph Department at Reading in 
1903, where he obtained experience in 
various sections of that department. 
In 1912 he was offered and accepted an 
appointment on the Victorian Govern- 
ment Railways at Melbourne in con- 
nection with the power — signalling 
installation there. In 1919 Mr. Crook 
became Power Signalling Construction 
Engineer, and was subsequently also in 
charge of maintenance of signalling and 
of kindred equipment, being designated 
Signal and Telegraph Maintenance 
Engineer, on March 1, 1923. In 
August of that vear, however, he re- 
signed from the Victorian Goverrment 
Railways in order to accept an appoint- 
ment in the Signal and Telegraph De- 
partment, G.W.R., and in May, 1928, 
was promoted to be Assistant to the 
Signal Engineer, Reading. Mr. Crook 
is a Member of Council of the Institu- 
tion of Railway Signal Engineers to 
which body he has on several cccasions 
contributed papers. At the last Inter- 
national. Railway Congress he was Re- 
porter for the British Empire, America 
ind certain other countries on the 
subject of Automatic Train Control. 


London Gazette of 
Territorial Army: The 


From the 
February 25: 


King has conferred the Efficiency 
Decoration upon Col. Sir Henry Fowler, 
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K.B.E., M.Inst.C.E., M.I.Mecch.E., 
Engineer and Railway Staff Corps ,and 
sometime C.M.E., L.M.S.R. 


Sir William Ray, M.P., who has been 
executive Chairman of the Eritish 
Electrical Development Association 
since 1933, has resigned on account of 
ill-health. 


Mr. J. M. E. Fell, Overseas Sales 

ger, The Associated Equipment 
Co. Ltd., is visiting Norway, where the 
\.i.C. has recently appointed distri- 
butcrs fer its vehicles. 


Mr. D A Matheson, M.V.O., 
formerly Deputy General Manager (for 
Scotland), L.M.S.R., whose death, on 
December 10, we announced in our 
issue of December 13, left estate valued 
it £41,869. 








SoutuH ArricaN STAFF CHANGES 

Mr. J. W. Leigh, General Secretary, 
Sick Fund, Johannesburg, has been 
appointed Secretary, Railways and 
Harbours Service Commission. 

Mr. G. E. Chittenden, formerly 
Director, Publicity and Travel Bureau, 
South Africa House, London, whose 
ippointment as Assistant Catering 
Manager South African Railways, was 
announced in THE RatLway GAZETTE 
of January 3, has now been appointed 
Catering Manager. 

Mr. E. R. Carney, System Manager, 
Pretoria, has been appointed as a mem- 
ber of the South African Railways and 
Harbours Service Commission in suc- 
cession to the late Lt.-Col. Herschell. 


The Lord Chancellor (the Right Hon. 
Viscount Hailsham), in proposing a 
vote of thanks to the President at the 
annual meeting of the Abbey Road 
Building Society, said that Sir Josiah 
Stamp was surely the most versatile 
man in public life today. He was just 
as much at home when he was con- 
trolling the destinies of a great railway, 
assisting to direct the finances of the 
Bank of England, advising the Govern- 
ment, or taking the chair at the meet- 
ing of the Abbey Road Building 
Society. Not only was Sir Josiah will- 
ing to undertake any public work h 
could usefully perform, but he was one 
of those men who when they did 
undertake any work did it really well. 


Mr. Owen Thomas Wood, M.Inst.C.E., 
Outdoor Assistant te the Chief Engi- 
neer, has been appointed Telegraph 
and Signals Superintendent, Central 
Argentine Railway. Mr. Wood was 
educated at Blundell’s School, Tiver- 
ton, and received his professional train- 
ing with the Great Western Railway, 
England, which he joined as a_ pupil 
in 1899, serving first in the District 
Engineer’s Office at Tenby,  subse- 
quently in the Parliamentary Engi- 
neer’s Office at Paddington, and being 
later transferred to the Department of 
New Works, where he was engaged 
in the survey and preparation of the 
plans and specifications for a new line 
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between Castle Cary and Lang; In 
1903 he was appointed Assista 1gi- 
neer with C. J. Willis & C iny, 
contractors for the line menti: re- 
joining the G.W.R. in the { ving 
year as Assistant to the New sls 
Engineer, where he remained six 
years, being employed princi in 
the preparation and supervisior con- 
tracts for various important rks. 
During this period he passed ex 


amination for A.M.Inst.C.E. | 910, 
Mr. Wood was appointed New 
Works Assistant to the Division; “ngi- 
neer (London Division), G.W.R., in 





























Mr. O. T. Wood, 


Appointed Telegraph and Signals Superintendent, 
Central Argentine Railway 


which capacity he had charge of the 
reconstruction of three of the bridges 
spanning the approach to Paddington 
station, besides acquiring experience 
in maintenance, including permanent 
way and electrical work. In 1914, he 
was promoted to b Chief Assistant 
to the Divisional ingineer (London 


Division). From February, 1917, to 
August, 1918, Mr. Wood was on active 
serv with the Royal Engineers, 


attaining the rank of Captain, and from 
September, 1918, to August, 1919, he 
was Resident Engineer for the War 
Office in charge of the construction of 
the Winchester Camp railway. Later 
ne resumed his position of Chief Assis- 
tant to the Divisional Engineer 
(London Division) G.W.R. In Decem- 
ber, 1923, he was appointed Assistant 
to the Chief Engineer, Central Argen- 
tine Railway, and has been engaged 
on all the important schemes carried 
out by the company since that time. 
These include Campana new station, 
Villa Moria gravitation yard, the new 
branches, Landeta-San Jorge, Landeta- 
San Francisco, La Ramada-Burrayact, 
Cérdcba and Villa del Rosario to 
Forres, and various new works in con- 
nection with the extension of the 
suburban electrification. In 1926 he 
became a Member of the Institution 
of Civili Engineers. 
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G.W.R. Ambulance Census 


After an interval of six years, a 
ensus of Great Western Railway 
ambulance workers was taken through- 
ut t line during the Jast week in 
October, 1935, and the figures dis 
closed are of considerable interest. The 
1929 census showed that 10 per cent. 
of the staff employed were qualified 
ambulance workers, and in view of the 
subsequent periods of trade depression 
and striction of recruitment in cer 
tain areas, the fact that this percentage 
is sti]] maintained is regarded as satis- 
fact For the purposes of the 
census, only members of the staff who 
have passed an examination in First 
Aid to the Injured under the auspices 
of the St. John Ambulance Association 
within the past five years have been 
regarded as efficient, and the numbers 
inch practically all grades in the 


servi from divisional officers to 
new! appointed lads. 
[he figures have been departmentally 


summarised, and show that the highest 
percentage, 26 per cent., obtains in the 


Police Department, the Traffic Depart 
ment coming next with 19 per cent. 


of its personnel trained in ambulanc? 
wo! Both the Chief Mechanical 
Engineer's and the Engineering Depart 


nents show an increase in the percent 
ige over the 1929 figures. An analysis 
of t census into the several divisions 
reveals the fact that the Central Wales 
Division has the highest percentage 


of efficient ambulance men, 30 per 
cent. of its traffic staff, 15 per cent. 
of the Chief Mechanical Engineer's 
statt, and 17 per cent. of the engineer- 
ing staff being duly qualified. The 
movement is particularly strong in the 
Principality of Wales. The total num 
ber of employees qualified, in all de 
partments, is 9,362, and an encourag- 
ing feature is the fact that of this 


G.W.R. AMBULANCE CENSUS, 


Number of holders of : 
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number no fewer than 6,567 have 
passed four or more examinations, 
proof that the subject is followed up 
year after year by large numbers of 
the staff with increasing efficiency. 

These results reflect great credit on 
the divisional and class secretaries and 
others, and are a source of encourage 
ment to the company’s officers, who do 
so much to foster the movement. The 
results of the census, showing the 
numbers of qualified ambulance workers 
in the various departments, are set out 
in the following table :— 


OcroBer, 1935: SUMMARY 


Percentage of 


otal total staff 

no. of l employed 
Department stafi | Total Rane 

em Certifi ..| Medal |} no. of | | 
ployed | cates |YOUCHErS| “Tiong | Labels | ‘stag 1935 | 1929 
| qualified) Census | Census 
Ist vear |2nd year | 3rd year| Re-ex. per cent.| per cent. 

Trattic ‘ --.| 24,199 539 308 335 3,515 4,697 | If i 22 
Goods ; 12,261 125 61 50 401 637 5 5 
C.M.I : -«-| 37,092 320 224 168 | 1,471 2,183 6 5 
Engineering . ..-| 13,596 169 102 106 707 1,084 8 7 
Docks - | one 75 26 20 168 289 7 7 
Signal we ...| 2,036 12 10 7 108 137 7 10 
Road transport ve 966 18 19 16 31 84 9 10 

Hotels and refresh | 

ment rooms ss 1,514 10 2 12 28 52 3 2 
Stores 7 ‘ 1,309 5 4 5 39 53 4 4 
Police se nee 335 10 4 | 70 88 26 29 
Secretary's R a 161 3 l 1 5 3 4 
Estate as 106 3 | 1 , 7 7 5 
Various : ; 912 15 2 3 26 46 5 4 
Totals... 98,401 1,304 764 727 6,567 9,362 10 10 








L.M.S.R. London District Goods Manager’s Smoking 


Concert 
Mr A L. Castleman, London gramme. This vear, however, as a 
District Goods Manager, L.M.S.R., pre slight variation, and to commemorate 
sided at the London District Goods the 40th official year of the concert, 
Manager’s smoking concert, which was a brief outline of the original of the 


held at the Queen’s Hall, London, on 


Monday evening. He was supported 
by 

M Brittlebank (Assistant District (Goods 
Manager); Mr. W. O. Davies (Commercial 
Assistant Mr. Overend (Operating Assistant) ; 
Mr. Hewitt (Cartage Assistant); Mr. Ayrton 
St \ssistant). 

Officers of the company present included : 
Mes Ashton, Davies, C. R. Byrom, C. E. 
Fairburn, A. F. Bound, A. Eddy, T. W. Royle, 
J. Shearman, E. Taylor. 

\ present were: Sir Ralph Cope, Messrs. 
\. S. Mills (G.W.R.); W. A. Brown (Southern 
Ra iy): P.Syder and A. Gregory (L.N.E.R.); 
r. W. Jacons and F, Tipton (Thames Steam Tug 
& Lighterage Company); F. Edmeades and 


W. W. Lacon (Union Lighterage Company) ; 
Ann presentatives of the majority of the 
tant trading concerns in London. 


\n excellent. programme was _ pro- 


vided. The artists included :— 

( rielle Valle, Jessie Acland, Jamieson 
Dodds, Mario de Pietro, Murray Ashford and 
Edgar Sawver, Charles Hayes, Leonard Henry, 
Will Hammer, Emile Philippe, and Percy Tapp. 


lhe Chairman continued the practice 
started in 1930, when he decided that 
speeches were not desirable at concerts, 
and instead indited a personal letter of 
welcome as a foreword to the pro- 





evening’s assembly was given, which 
we reproduce below :- 

In 1894 a number of the regular 
travellers using the London & North 
Western Railway at Broad _ Street 
decided to hold a _ social evening 
amongst themselves, in the form of an 
impromptu smoking concert, at the 
Broad Street refreshment rooms 
(N.L.R.), employing their own talent. 
A few of the more genially disposed 
invited some companions in spirit from 
firms in the City area. The evening 
(7 p.m. to 12.30 a.m.) proved a great 
success, so much so, that, even with- 
out wireless, it was broadcast among 
the trading community and caused a 
mild spasm of jealousy, which was ex- 
pressed in no uncertain terms. There- 
fore the event was repeated the follow- 
ing year with even ‘greater success. 

The earliest programme record is 
dated December 12, 1896, when, as 
‘‘ The District Traffic Superintendent’s 
Concert,’’ the chair was taken by Mr. 
R. F. Castleman (the father of the 
present District Goods Manager), and 


as a matter of interest this programme 
consisted of 40 items, excluding 
encores. 

With each succeeding year, more and 
more convivial spirits claimed access to 
the proceedings, and in 1900 it was 
decided to engage a few professional 
artistes, transferring the venue to the 
Grand Hall, Freemasons’ Tavern (now 
Connaught Rooms). This, to some 
extent lost to the musical evening the 
localised personal character, and it 
broadened out into a high-class smoking 
concert. Still increasing in numbers, 
in 1905 it was necessary to move to 
the Great Hall, Cannon Street Hotel, 
which was used until 1913, but the 
attendance gradually outgrew the 
capacity of this place, and a trek was 
made in 1914 to the Queen’s Hall, and 
the title of the concert altered to ‘‘ The 
London District Goods Manager’s 
Smoking Concert.’’ Even now, with 
the accommodation offered by the 
Queen’s Hall, it is often difficult to 
find room for all. 








L.M.S.R. (NORTHERN COUNTIES) 
TRAFFIc.—For the week ended February 
14, 1936, the receipts of the Northern 
Counties Section of the L.M.S.R. were 
£6,017, an increase of £1,013 on the 
corresponding week in 1935; and for 
the seven weeks of the current year 
they amounted to £43,101, an improve- 
ment of £4,248. 
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GREAT WESTERN 


February 28, 1936 


RAILWAY COMPANY 


Marking the Centenary—South Wales and the coal trade—The Lords’ 
decision on railway rating —New negotiating machinery—New works 


schemes—Dividend policy —Operating improvements—Prospects for 1936 


The annual general meeting of the Great Western Kail 
way Company was held at Paddington station on Wednesday, 
February 26, the Rt. Hon. Sir Robert Horne, G.B.E., 
K.C., M.P. (Chairman of the company), presiding. 

[The Secretary (Mr. F. R. E. Davis) read the notice con 
vening the annual general meeting and the special yeneral 


Ineeting 


[The Chairman: Ladies and gentlemen, the year 1935 
which we are now about to review will be marked by a 
special rubric in the pages ot British history It was the 


Jubilee Year of our late beloved King: and the enthusiasm 
created by that propitious event, combined with the rising 
level of the country’s prosperity, established a_ cardinal 
point at which our people, putting the past and its depres- 
sions behind them, instinctively turned to face the future 
with quickened hopes and with revived energy In a sense 
we reached a new realisation of ourselves as a nation ol 
what we are and what we stand tor in the world: and we 
went to work again after the Jubilee celebrations with a 
keener impulse and a fresh confidence. These psychological 
iniluences have had their effect throughout the whole sphere 
of our existence, and have served to stimulate an activity 
which is reflected in the remarkable advance recently 
ichieved in our commercial and industrial progress 


King George V 

It is no mere courtier’s tribute to affirm that this move 
ment derived an impetus from the personality of the King 
whose Jubilee we celebrated. Through the terrible horrors 
and hardships of the war and the dreary and_ protracted 
days of depression which followed upon it, he gave to the 
nation an example of serene courage and enduring patience 
which braced and fortified the hearts of his people. Amid 
all the critical times through which the nation has passed 
during the last twenty years the people have had for theit 
constant inspiration the spectacle of a Sovereign faithfully 
and faulilessly doing his duty without fuss and without 
rest In hid own person King George embodied, mor 
fittingly than anyone else, the qualities of heart and character 
which have enabled this country to triumph over th: 
troublous conditions with which many other nations are 
today still engaged in a precarious struggle. When his race 
was run, he laid down a task which he had nobly conceived 
ind, in the estimation of the whole world, had _ perfectly 
iccomplished (Hear, hear.) 

It fell to us, as our last service to the late King, to convey 
is body to Windsor for his funeral: and King Edward and 
Queen Mary have been pleased to intimate to us in most 
gracious terms their appreciation of the arrangements which 
we made 


King Edward and the Centenary 

Under our new King the country is imbued with the same 
confidence as we achieved in the reign of King George 
His Majesty's chief interests have always been identified 
with the welfare of his people and the progress of their 
industries We of the Great Western Railway Company 
rejoice to recall that it is less than four months ago when, 
as Prince of Wales, he did us the great honour of coming 
to our Centenary Banquet and proposing the health of the 
company. We cannot forget the compliment which he paid 
us when, after a gracious acknowledgment of the services 
which the company had rendered to the Royal Family for 
nearly a century, His Majesty gave us the title of ‘‘ The 
Roval Road.’’ We venture dutifully to tender to His 
Majesty our true allegiance and loyal devotion with a sincere 
wish that his reign may be long and happy. (Applause.) 


Che attainment of our centenary was marked by bra 
tions which evoked widespread interest all over the itry 
and received much attention abroad. On the ann sary 
day itself, namely August 31, a luncheon, to comn rate 
the association of the City of Bristol with the inception of 
the company, was held in the Great Hall of Brist Uni 
versity, which the university authorities were good ugh 
to place at our disposal. The guests included repress tives 
of the City Council, the Society of Merchant Venturers 
and the Chamber of Commerce, all of which bodies played 
in essential part in the early promotion of the c ny 
A few days afterwards we put into service between Bristol 
and London a new train—the Bristolian—which dc: th 
journev of 118 miles in 105 minutes—15 minutes less than 


the previous fastest regular train, and 2} hours less than 


the journey took when the line was first opened 


Centenary of the Railway 


We also marked our centenary year by providi twi 
Lew trains for use on ‘ The Cornish Riviera Limited.’ 
The coaches which embody ail modern improvements ar 
constructed with vestibule ends, while larger windows have 
been fitted in the compartments. The upholstery and_ the 
fittings have been specially designed, and passengers using 
the service will appreciate the higher standard of « fort 


which the trains afford. 
Several important newspapers signalised the occasion by 


the issue on August 31 of special supplements dealing with 
the centenary, and The Times on that day included a special 
28-page number, which has been re printed in box form 
ind widely distributed. In co-operation with the British 
Broadcasting Corporation a programme was broadcast on 
the evening of August 30 telling in outline the story of 


the birth and growth of the company, and giving listeners 
some idea of the magnitude of the undertaking as it exists 


today. The culmination of the celebrations was the banquet 
in London, on October 30, already mentioned, when thi 
directors entertained representatives of most of those who 
are associated with the company’s activities. The oppor 


tunity was taken of showing the sound film which was made 
jor us, and which deals with some of the outstanding 
episodes in the company’s century of service to the publi 
The film is now being shown to our staff all over the system, 
and to other persons interested in the company’s operations 
Negotiations are also in progress for its exhibition in America 
ind other countries. 


Directorial Changes 

Since we met last year the Earl of Dunraven has resigned 
his seat on the board, which he joined in 1925 His ex 
tensive associations with South Wales and Ireland enabled 
him to give us valuable assistance in the discussion 0 
matters affecting those areas, and in accepting his resigna 
tion we feel that there is due to him a most grateful 
knowledgment for the services which he rendered to out 
company. 


We have exercised the discretionary powers which you 
gave us at the annual general meeting three vears ago, 
by electing the Earl of Dudley and Colonel Sir W. Charles 
Wright, Bt., as members of the board. Both of thes 
gentlemen are prominently associated with the heavy. indus 
tries, with which the fortunes of the Great Western Com 
pany are so.closely linked. Lord Dudley is the President 
of the Iron and Steel Federation, and Chairman of the Round 
Oak Works which bear his name, and Sir Charles Wright 
is Chairman of Baldwins Limited and also of the Guest 
Keen Baldwins Iron and Steel Company Limited which hav: 
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est works of their kind on our system. I have 


2 h ition in saying that we shall find their co-operation 
( suncils most valuable and beneficial. ' 

Te ds the end of the past year the Rt. Hon. Edward 
short K.C., who had been an Auditor of the company 
for t ist five years, passed away, and everyone who knew 
him lores his loss. The Audit Committee have recom 
ien ~ Sir Lynden Macassey, K.B.E., K.C., to fill the 
va caused by Mr. Shortt’s death, and a formal resolution 
o t ‘lect will be put before you at a later stage of 
the ! ting. 

[n come to the accounts, but I shall only deal briefly 
vith their salient features, as there are several other ex- 
eptioual matters of importance upon which it will be neces- 
r me to enlarge. Our capital expenditure in 1935 


, d to £387,445 and relates mainly to works planned 
‘9 1930 which are now completed. The gross receipts from 
ind ancillary businesses increased by £508,240 in 
passenger train receipts showing an improvement 
{ £140,000, notwithstanding a decline in the revenue from 
t ind mails to the amount of £68,000. This diminution 
ipts from parcels was due to the Post Office reduction 
in t rates for parcels sent by post which operated as 
from july 1 last, compelling us to make corresponding 
on ions in our own parcels rates. Goods train receipts, 
x receipts from coal traffic, were up by £294,000. 
Increase in Expenditure 
\ st the whole of the additional revenue of the year 
ias iowever, been offset by increased expenditure, the 
| and wages bill being £160,000 higher on .account 





f the restoration of a proportion of previous wage cuts, 
which became fully operative in January, 1935. The other 
principal increase in expenditure, that is, running and main 
ten costs, is attributable to the additional train mileage 


necessitated by traffic requirements. Reductions in fares and 
harves have stimulated the volume of traffic, but a much 


ul increase is necessary to give us a substantial addition 

revenue after taking into account the expenses atten 

ipon the running of greater mileage. Our payments 

for tes ucreased by £56,000 in the year, and this was 

due largely to extra poundage in the rates levied in South 

\ where the general level of rates is considerably 
2 than in anv other area in the country. 

[he return on our investments in road transport under 


s continues to be satisfactory, and for the year under 
review it was nearly seven per cent., an increase of one 


pel nt. as compared with the previous year. Miscellaneous 

harges increased by £18,000 and in the result our net 
1 for the vear was £5,450,559, or £39,560 higher 
n 193 


The 3 per cent. Dividend 


| lecision of your directors in recommending a dividend 

f three per cent. on the ordinary stock was not reached 
without considerable hesitation. My predecessor in 1933 
ommended a similar dividend to you on the ground that 
ur reserves had been built up for just such times of depres 
sie is we were confronting: but he explained—as is 
bvious—that the utilisation of reserves for the purpose of 
‘ving dividends could not continue indefinitely. Although 
ur revenues have steadily, if slowly, improved since then, 
we ust recognise that, while we are recommending that 
the dividend be made up to three per cent., we actually 
1 only slightly over one per cent. on the ordinary 

stor last year: and after four years in which we have 
sought to fulfil to the utmost our duty to the ordinary 
stockholders, the time seemed to have arrived when it 
might have been prudent to call a halt. Two considerations 
were dominant in our minds in resolving to continue the 
payment of the same dividend as last year. In the first 
pl the decision of the House of Lords in the case of 
the Southern Railway made it clear that, along with the 
ther railways, we have been grossly overcharged for local 
rates during the last five years and are entitled, not merely 
ti vreatly reduced assessment in the future, but to repay- 
ment of large amounts in respect of the past. Secondly, 
we uuld not forget that many of our ordinary stockholders 


ir ople of modest means whose holding in our company 


represents the savings of a lifetime of thrift and con- 
stitutes their main defence against the disabilities of old 
age and the slings and arrows of misfortune. For most 
of those a beneficent State provides neither dole nor pension 
and it rests with us to meet our obligations to them, so 
long as we can do so legitimately without impairing in any 
degree the financial stability and operating efficiency of the 
company. 

With these considerations in mind and having in view 
the reserves still available, the board considered that they 
were justified in again making the dividend up to three 
per cent. This has been done by supplementing the net 
revenue of £5,450,559 by a realised profit on investments, 
namely £122,990, and by transferring £710,000 from the 
Contingency Fund. In this connection it must be kept in 
mind that the Contingency Fund has been supplemented 
during the year by appropriations from reserves—mainly 
in respect of income tax—which are no longer required, and 
the fund is now only £267,899 less than the figure at which 
it stood at the beginning of the year. It still amounts to 
over £1,500,000. 

Railway Rating 

Now let me explain in greater detail the important deve- 
lopments which have occurred during the year in connec- 
tion with the rating position. The recent decision of the 
House of Lords in the case of the assessment of the Southern 
Railway Company’s undertaking has confirmed the conten- 
tions put forward for several years by all the railway com- 
panies as to the main principles upon which their assess- 
ments to local rates ought to be based. The Great Western 
Company's valuation roll has not yet been confirmed by 
the Railway Assessment Authority, but the application of 
the principles now authoritatively pronounced must result 
in a very large reduction in our present assessments and a 
claim for repayment of large amounts overcharged, dating 
back to April 1, 1931. 

I ought to tell you that under existing legislation, only 
25 per cent. of the rates payable in respect of the railway 
undertaking is paid to the local authorities, and the remain- 
ing 75 per cent. is paid into the Railway Freight Rebates 
Fund for distribution to certain selected industries in the 
form of rebates from transport charges. The history of the 
matter is this. Prior to the Local Government Act of 1929 
the Government established a fund known as the Railway 
Freight Rebates (Anticipation) Scheme, which was financed 
solely by a contribution from the Exchequer on the basis 
of a payment at the rate of £4,000,000 per annum for the 10 
months during which the scheme was in operation in order 
that relief might be given to certain industries which were 
suffering unduly from prolonged depression. Then came the 
Act of 1929, under which the railway companies were not 
allowed to retain for the benefit of their own stockholders 
the relief from rate payments which the Act gave, but 
unlike others were compelled to pass on for the benefit of 
these selected industries the sums which were no longer 
required to be paid to local authorities. 


Freight Rebates 


In his budget statement in the House of Commons in 
April, 1928, the Chancellor of the Exchequer in outlining 
his proposals for assisting depressed industries—that, ladies 
and gentlemen, was the object of this legislation—announced 
that the railway companies’ partial relief from local rates 
would only be afforded conditionally on their making equiva- 
lent reductions in their transit charges, as the intention of 
the Government was that the railway companies were not 
to benefit from the relief—they were not to gain and they 
were not to lose. They were to gain only in the sense 
that if they carried more traffic as the trade of the country 
improved it would give a stronger assurance of employment 
to their workpeople. To meet the wishes of the Govern 
ment the railway companies agreed to pool their rating 
relief in order that the maximum benefit might be given 
by way of rebates from rail charges to the particular indus- 
tries which the Government desired to assist. 

In pursuance of their policy the Government subsequently 
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decided that 70 per cent. of the amount available’ in this 
rebate fund should be allocated to the benefit of the 
coal industry by way of rebates from the railway charges 
for coal and coke exported or used in iron and steel works; 
20 per cent. for the benefit of certain agricultural traffics, 
and 10 per cent. for the benefit cf the iron and steel indus 
try. The traflics to which these concessions apply have 
always been carried at exceptionally low rates, and if the 
companies had been free to utilise the derating relief as 
they considered best, the money available would undoubtedly 
have been devoted to the lowering of rates on the higher 
classes of traffics, thereby compensating us for the reduc- 
tion of revenue which we have sustained in meeting road 
competition. 
Overpayments into Rebates Fund 

There seems to be an impression in certain quarters that 
the railway companies may have difficulty in recovering 
the overpayments made into the rebates fund since 1951, 
although the Act provides for such repayments. That is 
a problem which it is not for us to solve, although we shall 
do everything possible to aid the Government in its solution 
Ihe stark fact is that we have been assessed to local rates 
on a basis which has operated to our injury and that, to 
assist the Government, we have for several years past been 
distributing to certain industries sums which have now been 
found to be greatly in excess of the amount which in law 
should have been available for rebates The law demands 
that this position be set right It is true that the traders 
who have received the benefits of past rebates cannot be 
called upon to make refunds, but the Act empowers. the 
Railway Clearing House, with the consent of the Ministe1 
of Transport, and subject to such conditions as he may 
think fit, to borrow moneys on the security of the rebates 
fund for purposes connected with the rebates scheme. There 
should be no difficulty in raising a loan for the amount 
required to repay the railway companies, but as it would 
presumably be necessary to provide for the interest on the 
loan and a sinking fund for its repayment, the amount 
available for future rebates would suffer diminution both 
through these provisions and through the decrease in the 
future assessments of the railway companies. 

\ny question of supplementing the fund for future rebates 
is, however, a matter entirely for the Government. ‘There 
can be no doubt that the case for assisting certain depressed 
industries such as the export trade in coal is, if anything, 
stronger than it was when the Act cf 1929 was passed, 
but the railway companies themselves suffer both in theit 
railway and dock receipts as severely as the colliery com 
panies from the consequences of these depressing circum 
stances, as well as from the extensive reductions made by 
the railway compamies during the last few years in freight 
rates. There is therefore no remedy to be ‘ound in requir 
ing’ further sacrifices from the railway companies 


No unexpected Windfall 

The recovery of rate overpayments and the relief to be 
obtained in the future cannot properiy be described, as it 
has sometimes been described in the public prints, in the 
nature of an unexpected windfall. We have long contended 
that our claim for the revision of the basis of the main 
line railway companies’ assessments was so irresistible that 
it was bound to be successful. At every annual review 
of the freight Rebates Scheme since 1931, the companies 
have declared to the Railway Rates Tribunal their expecta 
tion that when the assessments were finally settled the 
payments in which they were liable to the rate-relief fund 
would be shown to be less than one-half of the amounis 
actually paid into the fund on the basis of the old valuations, 
and that, as the revised assessments would operate as from 
April 1, 1931, regard should be had to the likelihood of the 
fund having to make substantial repayments [he position 
taken up by the railway companies has therefore been clear 
from the beginning Last year, our payments by way of 
local rates on the railway, and contributions to the railway 
freight rebates fund, amounted to £1,090,000, and if th 
contention that the railway assessments should be reduced 
by at least 50 per cent. is confirmed—as worked out on 
the principles laid down by the House of Lords—and there 
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is no material alteration in poundages, the paymeits for 
the current vear would not exceed £545,000 


Traffics in 1935 


I now turn to present to you a picture of the operations 
of the year. In most sections of the company’s | ness 
there was a small but welcome improvement dur the 
year, and on the passenger side we carried 2,389, 01 nore 
passengers than in 1934. Merchandise and minera raft 
(other than coal) increased by 191,000 tons, and in n in 
dustries there are distinct signs that we are regainin aft 
which had previously been lost to the road. The tion 
of the new system of agreed charges has been of der 
able assistance in this direction. As regards the troiiic in 
coal, coke and patent fuel, the position is as acute as ever, 
and although the revenue from such traffic shows mall 
increase, due to a greater average length of haul, t ton 
nage carried by us in 1935 declined further by 46,000 
tons. Monmouthshire and South Wales have probabh 
suffered more than any other part of the country f1 the 
depression in trade, and as yet have received ver ittle 
benefit from the general revival which has take: lace 
Their main products, apart from coal, are steel, i and 
tinplates. The total production of steel in Great Britain 
increased last year by nearly 1,000,000 tons, or 11 ps ent 
over the previous year, by way of contrast, but the output 
in} Monmouthshire and South Wales increased by nly 
33,000 tons, or 2 per cent., and was still 472,000 tons below 
the level of 1929, notwithstanding that the product for 
the country as a whole in 1935 was higher by 188,000 tons 
than in 1929. In that year South Wales steel production 
was 24-38 per cent. of the total output in this country, but 
by 1935 this percentage had fallen to 19-11, representing 


a drop of 518,000 tons. 


Iron and Steel Industry 


When I tell you that every ton of steel produced means 
about 6 tons of railway traffic, you will appreciate how 
seriously we were affected, as the reduced output means a loss 
to us of over 3,000,000 tons of traffic. Fortunately there 
are indications of improvement in the near futur Che 
Guest Keen Baldwins Iron & Steel Company’s new works 
at Cardiff, and the arrangement now being made to re-open 
the Ebbw Vale Steel Works, should result in a large increase 


in production, and I have no doubt that our new director, 
Sir Charles Wright, will do his utmost to secure for South 
Wales at least as high a percentage of the steel production 
as they had in 1929. As regards pig iron, the situation is 
somewhat similar—the South Wales share of the increase 
of 443,000 tons of pig iron produced in Great Britain in 
1935 being only 19,000 tons. In this case the output from 
South Wales was only 8-01 per cent. of the total production 
as against 12-26 per cent. in 1929, a diminution of 273,000 
tons, representing about 1,500,000 tons of railway traffic 
Turning to tinplates, we much regret to note that while 
South Wales exported 68 per cent. of the production of 
879,800 tons in Great Britain in 1929, that figure dropped 
to 53 per cent. last vear, and the production fell to 708,000 
tons. 


The position of the coal industry in Monmouthshire and 
South Wales is even more serious, and we view it with 
grave concern. The output in that area last year was 


381,000 tons below the level of 1934, notwithstanding that 
in Great Britain as a whole there was an increase of 
1,500,000 tons. In 1929 Monmouthshire and South Wales 
contributed 48,709,000 tons or 18-73 per cent. of the total 
coal output of the country, but by 1935 the figure had fallen 
to 36,518,000 tons, a decrease of over 12,000,000 tons, and 
in percentage of total output to 16-11. If the 1929 level had 
been maintained—and it has been much higher than this 
in earlier years—an additional 6,000,000 tons would have 
been produced last year in Monmouthshire and South Wales 
This unfortunate state of affairs is due to the fact that 
these areas depend largely on the coal export trade, which 
is subject to the disturbances caused by international 
politics, trade agreements and currency difficulties. Italian 
policy in relation to Abyssinia has resulted in the destruction 
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between South Wales and Italy, and in certain 


of ti 
atte s trade agreements, designed to assist the coal trade 
f t North East Coast of England, have injured South 
Wales by driving Polish coal to seek markets in the 
Meditcrranean previously held by South Wales. 


Coal Exports 
been the best customers of 
France, Italy, the Argentine 
Canada and Egypt. Last year the shipments to 
Frat diminished by 235,000 tons. Shipments to Italy and 
also decreased, in the former case by 604,000 tons 


The countries which have 


South Wales in coal are 
Repuvlic, 


Canada 
ind the latter by 37,000 tons, but these losses were offset 
to some extent by increased shipments to Egypt and the 


Argentine of 357,000 and _ 118,000 tons _ respectively. 


Although the shipments to France are still the largest, they 
have declined by over 2,500,000 tons since 1929, whilst the 
shipments to Italy, which in that year amounted to over 


3,000,000 tons, have now almost entirely ceased. The ship- 
to the Irish Free State increased by over 1,000,000 
tons in 1935, but South Wales only participated in this 
crease to the extent of 210,000 tons. 

In addition to the loss of export trade, our dock under- 
takings have suffered through restrictions on imports, and 
the total imports and exports at our South Wales ports in 
1935 were 411,000 tons less than in the previous year, the 


men 


decrease compared with 1929 being no less than 13,523,000 
ton A sum of over £21,000,000 has been expended on our 
docks in South Wales in purchase price and capital expendi- 


ture since we took them over. They have been modernised 
throughout since 1921, but the net revenue from them last 
year was only £46,682—£42,000 less than in the previous 
year, and £496,849 less than in 1929. An important element 
in t financial results of the docks is the payment made by 
us in respect of rates and rate relief, which last year 
amounted to £208,000, as compared with £170,000 in 1929, 
ind £100,000 in 1913. This large increase is, in our opinion, 
quite unjustified, and we anticipate a very substantial reduc- 


tion for the current year in view of the present level of our 
inings on the undertaking. The position in regard to 
rebates from dock charges is somewhat similar, in respect 


reductions must be anticipated also in this case. 


Future of the Docks 


Ihe volume of trade now being dealt with at these docks 
is far below their capacity, and although the fall in revenue 
has been offset to a considerable extent by economies, we 
are approaching the limit to which expenditure can be 
reduced without affecting the efficiency of the several under- 
takings. In our view a grave question now arises as to 
whether the maintenance of so many docks in South Wales 
an be justified, even on the ground of public interest, and 
ss there is a substantial increase in the export trade 
in the near future, or a higher scale of dock charges, we 
sh have no alternative but to ask Parliament to sanction 
the concentration of the traffic at fewer ports. The figures 
which I have ventured to give you in some detail indicate 
the grievous conditions by which South Wales has _ been 
afflicted, due to which you will.see are entirely 


unt 


causes 


extraneous, for which nobody could be held respon- 
sible, and with which no board of directors or management 
could possibly contend. They deserve the anxious delibera- 
tion of the Government and give South Wales an irresistible 
laim to special consideration in connection with the estab- 

lishment or extension of any works of national concern. 
i come now to the schemes connected with new works 
me having been aiready brought into use and others 


be uow in contemplation. Last year witnessed the com 


piction of the reconstruction of Temple Meads station, 
Bristol, which was the last of the works undertaken by 
tie company under the Development (Loan Guarantees and 


Grants) Act, 1929. The experience which we have had of 
these new works has satisfied us that the additional facili- 
tes now provided are already proving very beneficial to 
the users of the railway as well as to the company, and it 


! irgely due to them that we have been able to effect 
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a marked advance in our operating efnciency and te improve 
the general standard of punctuality. The average speed of 
our passenger and goods trains has been increased; we have 
been able to get a better mileage out of the rolling stock, 
and our costs have been largely reduced in many directions. 

You will readily appreciate therefore that there is every 
inducement to us to continue the policy of iooking ahead 
and planning for future development. I told you a year 
ago there were many other works which we thought ought 
to be undertaken if times were sufficiently propitious or 
if the Government revived its previous policy of atiording 
financial assistance to approved development schemes which 
are necessary or desirable in the public interest. Events 
have moved in this direction since those opinions were ex- 
pressed. 

Improvements in London Transport 

From a national standpoint there is ample justification 
for such assistance The London traffic problem, for 
example, could not have been solved without enormous 
expenditure being incurred on electrification, and on con 
struction of new lines, &c., which in the normal cuurse 
could not be expected to become fully remunerative tot 
some years. The additional facilities were urgently required, 
but neither the London Transport Board nor the railway 
companies were in a position at present to provide the 
finance on terms which would make the schemes remunerative. 
This position was appreciated by H.M. Government, and it 


ted to the passing of the London Passenger Transport 
(Agreement) Act, 1935, which ratified an agreement pre 
viously entered into between the Treasury, the London 


Passenger Transport Board, the Great Western Railway 
Company and the London & North Eastern Railway Com- 


pany. It provided for the raising of the necessary capital 


with the assistance of Government credit, thus enabling 
the constructional works to be financed on terms much 


more favourable than the companies themselves could have 
their own credit alone. The only scheme to 
be carried out by the Great Western Company under this 
Act is an extension of the Ealing and Shepherds Bush 
Railway from North Acton to Ruislip in order to serve a 
territory in which the London & North Eastern Company 


obtained on 


and ourselves are interested and in which considerable 
developments are already taking place. The agreement 


makes a provision entitling us to borrow up to £2,000,000 
from the London Electric Transport Finance Corporation 
Limited, which has been formed by the Treasury to facilitate 
the financial arrangernents—a sum which is likely to be 
more than adequate. The interest payments on the 
borrowed money—based on the rate at which the Govern 
ment can borrow—will be a charge on the London Transport 
Pool receipts. As our share of these receipts is only slightly 
over 1 per cent., we are only to a very small 
extent. 


concerned 


New Development Works 

The offer of assistance in the form of a loan guaranteed by 
the Government was subsequently extended to embrace such 
other large schemes as the four main line railway companies 
desired to carry out, provided they were in the public 
interest and would not otherwise have been undertaken at 
the present time. We had a number of such plans which 
we outlined to the Government, and the negotiations cul- 
minated in a further agreement with the Treasury and the 
passing of the Railways (Agreement) Act, 1935. The 
financial assistance for the schemes will be obtained through 
the medium of the Railway Finance Corporation Limited, 
formed by the Treasury for the purpose. The works which 
we have provisionally undertaken to carry out during the 
next five years will involve a total expenditure of £5,500,000. 
In a number of instances Parliamentary powers are necessary 
before some of them can be carried out, and in other cases 
the proposals are of a provisional character pending more 
detailed investigation. One of the major proposals is the 
construction of a new line from St. Germans to Looe, a 
distance of about eight miles, to open up a large and popular 
area which we believe is capable of fruitful development 
as a tourist and holiday resort and residential centre. The 
scheme includes the provision of a large hotel and a golf 
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course, for which there is an increasing demand: in the 
district. Judging by the results obtained by our Tregenna 
Castle Hotel we estimate that such a venture will be a very 
profitable one. 

Another important project is the construction of a devia- 
tion line from a point near Dawlish Warren to Newton 
Abbot Ihe line between Exeter and Newton Abbot is now 
reaching the limit of its capacity, and additional running 
lines are needed to satisfy the growing traffic to the West 
of England. An alternative would be to widen the existing 
lines, but the cost would be much greater, and, in addition, 
there would always be the risk of expensive traffic inter- 
ruptions such as we have experienced on several occasions— 
the recent occurring only last month—through 
encroachments damaging the railway. 

Other schemes include the reconstruction and enlargement 
of important stations and marshalling yards in pursuance of 
the policy which we have followed for some years past; the 
provision of improved running facilities by doubling certain 
sections of the line, lengthening of platform loops, &c.; the 
idaptation of lines to enable heavier engines to be employed 
thereby saving mileage; the modernisation of a number of 
dining cars which are now out-of-date; and the provision 
of additional safety appliances such as the extension of our 
iutomatic train control system, additional track circuits 
ind improved signalling arrangements. All of these propo- 
sals are being subjected to the careful scrutiny of a special 
committee of the directors which has been set up for the 
purpose, and I can assure you that we do not intend to put 
iny of them in hand unless thoroughly satisfied 
that desirable in the interests of the company, 
ind profitable to the stockholders. 


most sea 


we are 
they 


likely to be 


are 


Value of Government Guaranteed Loans 


[ would like to remind you that we spend several millions 
of pounds every year on the replacement of assets which 
have become worn out or obsolete; and in carrying out this 
work we invariably provide for any necessary improvements 
or extensions even though this involves additional capital 
expenditure cannot stand still. We must 
improve as maintain our undertaking in order 
efficiently to public demands and keep abreast of 
modern times. If we failed to do this, the investment of 
the stockholders would rapidly deteriorate. The problem 
therefore into the choice of two alternatives— 
embark on a programme of new works 
it the present time, or indefinitely postpone such expendi 
ture We have considered the matter very carefully, and 
1 have no hesitation in saying that cannot see any 
likelihood of our being in a position to carry out the works 
in question on so favourable terms as those of which we 
can ourselves at the present time. Although money 
today on a low level, they will not so continue 
indefinitely. Further, the fact that the Government 
prepared to assist us with the use of their credit, 


Obviously we 
well as 
meet 


resolves itself 


whether to large 


we 


avail 
rates are 
are 
thus 


reducing interest payments by at least ? per cent. compared 


with the lowest cost at which we could hope to raise the 
ourselves, creates a situation of definite advantage 
And finally, there is a clear tendency towards an 
in the prices of materials which would add to the 
our operations if they were deferred. In these 
circumstances we feel that if we do not take advantage of 
this exceptional opportunity of carrying out works which 
ire desirable in the company’s interests, the ultimate expense 
will be much greater, and the stockholders will be deprived 
of a benefit which—within a time—should yield 
them tangible results. ; 


money 
to us: 
increase 
cost ot 


reasonable 


Parliamentary Bills 

At the special general meeting which is to follow this 
meeting, the Bills which have been lodged in Parliament 
to give us the further powers to which I have already alluded 
will be submitted for your approval. Two of them are Great 
Western Railway Bills, and deal respectively with the works 
in the London area and the schemes which we propose to 
take in hand outside that and the third Bill, which 
is being promoted by the London Passenger Transport Board, 


area, 
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affects us because it relates to the working and 
tenance of the proposed extension of the Ealing an 
herds Bush Railway, in which we are interested joint 
the Transport Board. 


iain 
hep 


vith 


Conciliation Machinery 

with which I wish to deal is t! 
ciliation Tribunal. The new machinery of negotiat 
the settlement of any differences which may arise bh 
the railway companies and their employees on wage q 
came into operation on March 1 last. As I told you 
months ago, the National Wages Board established 
the Railways Act, 1921, has been superseded by 
way Staff National Tribunal consisting of an inde; 
Chairman and two independent members to be ap; 
from panels set up by the railway companies an 
railway unions respectively. These panels have no 
constituted, and consultations have taken place wit 
Minister of Labour, who, it is anticipated, will an 
shortly the name of the Chairman to be appoint 
think it can safely be said that the new machinery 
the greatest possible scope for the settlement of diff 
by methods of conciliation, and that the National T1 
will only be called upon to deal with major issues 
cannot be settled by the parties themselves durin 
earlier stages through which negotiations must proceed 
stated in the report, a claim has been made by thi 
way unions for the abolition of the present temporar 
duction of 2} per cent. from earnings, and 
restoration of the higher rates of pay for overtime, Sund 
and night duty which were in operation prior to the d 
of the National Wages Board. Negotiations on this n 
are now proceeding. The claim if conceded in full 
entail an additional cost to the four main line com, 
of approximately £3,500,000, which, in the present finan 
position of the companies, could not possibly be just 
and if it is pressed it must in due course be referred to 
National Tribunal 


The final matter 


also f 


Traffic Prospects 

In bringing this speech to a close I would ventut 
a moment to turn your gaze to the outlook. I hav 
compelled to put before you a somewhat gloomy a 
of the situation so far as it depends on our export 
in coal. Happily, our internal trade presents a pi 
which contrasts favourably with our diminished exports 
affords prospects of a more encouraging nature for 
future. During the last year we have been sustained by 
the enlarged movement of traffic between domesti 
The greater activity in certain trades, particularly iron and 
steel, given us much nee’cd revenues, and 
coal trade, whose general depression I have been deploring, 
has played its part in augmenting traffics within the borders 
of the country. There is fortunately no reason to think that 
this progressive movement has spent itself. The housing 
schemes of the Government have still some years t 
and the necessities of the nation in regard to the provision 
of adequate defence must great development in 
many trades—notably among the heavy industries whos« 
traffics are most important to us. We shall only now begin 
to reap advantage from the recent developments in_ thi 
iron and steel manufacture in South Wales to which I have 
already referred, and I am hopeful that a happier time is 
in prospect for South Wales, with whose fortunes we ar 
so intimately involved. The rest of our territory causes 
us little anxiety compared with that particular area. Even 
though international trade is generally on the increase, | 
confess that I am unable to predict any considerable aug 
mentation in the export coal trade from South Wales ports 
in the current year, but it is reasonable to believe that it 
cannot fall to lower depths than it reached last year, while 
a further expansion in local traffics may confidently bé 
anticipated. The general trade of the country is swelling 
The production from all sources in 1935 recorded a_ notable 
rise over that of 1934, while in the final quarter of last 
year manufacturing industries reached a level of output 
never previously attained in this country. These conditions 
combined with a greatly lessened drain upon us for local 
rates, give good grounds for hoping that in 1936 our trafti 
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ope! ns will yield us more favourable results than for 
seve vears past. 
I uld now be only too pleased to answer as far as 
[ am able, any questions you may desire to put to me 
afte have formally moved the resolution. I beg now 
formally to move that the report of the directors and state- 
t of accounts for the year ended December 31, 1935, 


ived and adopted, and I shall ask Lord Palmer to 

sec that. 

L Palmer (Deputy Chairman) : 
nding that. 


I have much pleasure 


[ Chairman: Now, ladies and gentlemen, before I put 
the solution to the meeting, the moment has arrived for 
ny mments which any stockholder may desire to make 


in questions which it may be thought prudent to ask. 


Shareholders’ remarks 
M }. J. Anthony referring to his favourite '’ subject 
{ t inals, implied that the reduction of £4,569 in the 
ss on working them as compared with the previous year 
due to his remarks last year. The canals 
possibly be rented to outsiders. He also referred to 
; s of £130,000 on collection and delivery, and sug- 
est that the equipment used in this service was not up to 
Che new bridge over the Severn would 
ry serious competitor with the railway, and he was 
company would be taking 


been 


Nave 


proposed 


s to know what steps the 
safeguard its position in the matter. 
Thomas (Newport) criticised 


M B. A certain of the 


ver train services and also thought that the company 


she confine their manufacturing work at Swindon to 
oc} tives 

\i Ashley Brown, dealing with the Government guaran 
t oan for railway improvements, asked how a capital 


xpenditure on the part of the four British railways together 
£30,000,000 within the short space of five years could be 
ed The loan would cost the stockholders of the four 
something like £750,000 in annual interest and 
not believe that the present condition of the railways 
ir future prospects justified the Boards in  saddling 
with this expenditure. The line which 
ompany proposing to construct between Dawlish 
Newton Abbot would not save one halfpenny in any 
expenditure that was being incurred at the present time, as 
d line would still be there, and a source of constant 
urring expenditure. Moreover, was there not a possi 

lity that in accepting the Government guarantee the com 
would be giving a hostage ta the State. The railways 

we zoing to spend money which he believed they did noi 
ind the Government had given a guarantee which would 


kholders 


Was 


bly never cost it a halfpenny, but it had none the 
less acquired the right to meddle with the future of the 
ivs. He believed that the root of the matter was the 


sire of the Government to assist employment and the need 
of the banks to industries to which they had lent 
In this matter the railway companies had become 
| of charitable organisation but it was the stockholders 

vho would find the charitable funds 
Mr. Gandell said he had given notice of a question on 
ollection and delivery, and the Chairman had very kindly 
ed him with a reply which stated that by keeping 
services in our own hands a _ greater profit 
es to the company than would be the case if individual 


assist 


he rtage 


ders undertook their own cartage.’’ As this revenue 
figure seemed to be an arbitrary one he submitted that it 
ht be altered in future accounts to show stockholders 
that this service was doing good and not harm. He also 


d 


that the capital expenditure on air services should be 
in future accounts. 


ae. WC. Tapper congratulated the directors on having 
res d the temptation to take credit in the accounts for 
in im in respect of the House of Lords’ decision on rating. 
He thought, however, that the further dip into the con 
Ungency fund was deplorable. Since 1931 this fund had 


ontributed over £3,500,000 for the purpose of maintaining 
dividends. He thought it was wasteful to spend money on 


creating a by-pass from Dawlish Warren to Newton Abbot 
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when it might be put to much better use in helping to 
electrify the company’s lines. Another even more glaring 
waste of money was the proposed expenditure in adapting 
certain lines for the use of heavier locomotives—an expendi- 
ture which would be rendered entirely useless when the lines 
were electrified. He moved that the Report and Accounts only 
be approved, provided the Directors undertook to embark 
upon a scheme of electrification, but he could not find a 
seconder for his amendment. 

Mr. Leslie Boyce, M.P., disagreed with Mr. Ashley Brown 
as to the guaranteed loan. The G.W.R., he pointed out is a 
statutory company, which obtained all its powers by Act ol 
Parliament, and the recent Acts authorising the loan arrange- 
ments were beneficial. At the luncheon recently given by 
the Railway Stockholders’ Union, when the Chairman of one 
of the main line companies was present, the members of the 





Union were told that any money raised with the aid of a 
Government guarantee would be applied only in those cases 
where it was believed it would maintain or increase the net 


revenue. With regard to electrification, the question of 
whether or not it would pay a railway to electrify its lines 
depended upon the density of population in the particular 
area in which electrification being considered. All 
the four main line railways had given the most exhaustive 
consideration as to whether any part of their lines would 
justify electrification. 

Mr. Bickersteth suggested that a part of the company’s 
investments of over £8,000,000 in British Government 
securities might be used for the proposed new works instead 
of raising new money. 

Mr. J. Wilkins asked the 
the time had not arrived 
should | 


was 


directors to consider whether 
when the ordinary single fare 
be reduced to one penny per mile and gave reasons 
why he thought that should be done. He was sure that 
anv revenue occasioned by such a reduction would 
be more than counter-balanced by additional revenue. 

Mr. Siicocks (Stourbridge) referred to the very large num 
casualties on the roads and thought the remedy 
was to take the heavy traffic off the road. 

Mr. Grimes (Finchley) asked what steps were being taken 
in regard to the efficiency in working of air transport. 
Was it thought prudent for the company to continue work 
ing in this sphere of transport? 


loss of 


be rs of 


Chairman’s Reply 

rhe Chairman: I think perhaps the time has now come 
to answer the questions that have been put. I should like 
to say, in the first place, that [| am most grateful for the 
interest which so many people have displayed in the 
detailed working of the company. I should not, for a 
moment, seek to create the impression that we think we 
wise that no suggestions can be put which are of 
value to us; on the contrary, every point which is raised 


are so 


at a meeting like this is one which is carefully considered 
by the management. 


Now with regard to Mr. Anthony and his favourite ques 
tion about canals, I should not like to discourage him in 
the belief that he has been very helpful to us on this matter. 
3ut in the interests of accuracy and truth I am afraid I 
cannot attribute the lesser expense on the canals last year 
to the hints which he gave us. The real fact is that schemes 
of dredging which we were compelled to take in hand 
during the previous years had ceased to some extent last 


year through being completed, and that is the cause of 
the reduction in the expense. If any person can tell 
me of any way by which we can mitigate our obligations 


shall welcome the information. 
legislation of the past, we are 
saddled with obligations of which only Acts of Parliament 
could relieve us; and this would probably involve us in 
heavy payments by way of compensation to those whose 
rights would be affected. 

With regard to the cartage equipment, there are many 
areas in which horse transport is still the most economical, 
just as in other the motor-vehicle is the more con 
venient, and we use the form which is most profitable. 

The question of cost of collection and delivery services was 
raised by Mr. Anthony and also by Mr. Gandell. Where 


i regard to the canals I 
Unfortunately, through the 


cases 
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the charge is a composite one, covering rail cost and cartage 
and delivery as well, the division in the accounts becomes 
merely a matter of book-keeping, and the method which 
we have adopted is that which we think best in the interests 
of the stockholders. 

Mr. Thomas asked about certain of the train 
ind we will examine his suggestions, but the meeting will 
realise that something which suits one town or area may be 
detrimental to another, and we run the trains in such a way 
is will, we think, get the most trafhe 

Mr. Ashley Brown referred to the proposed new works to 
be carried out with the aid of a loan guaranteed by H.M 
Government, and I believe his remarks to be entirely un- 
justified. The question was debated in the House of 
Commons at great length, and the Stockholders’ Union, which 
has its representatives there, could have made its voice heard 
it that stage I am quite certain that every argument was 
fully gone into during the discussions in Parliament, when 
the Bills were passed by a large majority, and the diatribe 
upon the arrangement is quite un- 
deserved today. If there were any substance in his criticism it 
would seem that we should never make any advance at all, 
we should never embark upon capital expenditure or raise 

Surely that would mean a moribund railway. To 
lo what we now propose, and at a time when money is cheap, 
isa great advantage, as the Government credit will enable us 

raise the money at }? per cent. less than would have been 
he case had we had to rely on our own credit. 

With regard to the Dawlish deviation line, which Mr. 
Ashley Brown described as a totally unnecessary expense, the 
as the difficulties of working the 
which are fully taxed, involves 
building of the extra line will enable us 


services, 


vhich he 
| 


has poured 


ew capital 


contrary is in fact the case, 
traffic over the present lines, 
expense which the 
to avoid 


I do not 
Leslie 


think I can usefully add anything to Mr. 
remarks concerning electrification, and as 
regards the Severn Bridge scheme mentioned by Mr 
Anthony I have not said anything about this verv im 
portant matter today because I think it is inadvisable for 
me, in my position, to do so. You can, however, be assured 
that we are taking all possible steps to safeguard the Great 
Western Company's interests 

Mi Zickersteth asked whether it 
better to spend the money which we 
in Government 


30Vvce _ 


would not have been 
already have invested 
instead of raising capital by a 
loan for the works which we contemplate The answer is 
that 1 good deal of th money represents Savings 
Bank deposits of the Staff and Superannuation and Pension 
Fund liabilities, and these kept in liquid form 
[he balance is probably earning more than the loan 
will 
As to Mr. Wilkins’ suggestion that further re 
duced, [ would remind you that passenger fares have already 
been reduced to a marked degree in recent times, and we 
have not yet reaped the full advantage. We think we 
hould be illadvised to contemplate any further reduc 
tion at the present time 
As regards Air 


securities 


moneys are 
new 
cost us 


fares be 


this direction 
present time. 


losses are in 


our adventure in 
is really in the experimental stage at the 
We lost last vear about £6,000, and these 
in the pioneer stages, but we are constantly looking 
towards the future possibilities of Air Transport and _ shall 
hope to obtain our full share of any developments. 

Now, ladies and gentlemen, I have answered all the ques 

ms put to me from the meeting and I now venture to 
put to you the resolution which I have proposed, namely, 
that the directors’ report and statement of accounts be 
idopted 

(The resolution 
unanimously.) 

he Chairman: I 
for the half-year 


Services 


vitabdu 


was put to the meeting and carried 
have to move ‘‘ That dividends be paid 
ended December 31, 1935, of £2 10s. 
per cent. on the consolidated guaranteed stock, £2 10s. 
per cent. on the consolidated preference stock and £2 10s. 
per cent. on the five per cent. redeemable preference stock 
(1950) That a dividend of £2 15s. per cent. for the same 
half-year be declared on the consolidated ordinary stock, 
making with the interim dividend of 5s. per cent. paid 
for the half-year ended June 30 last £3 per cent. for the 
year. That such dividends be paid on and after the 3rd 
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proximo to the proprietors who were registered in the books 
of the company when balances were struck on the 22nd 
ultimo.’’ I will ask Lord Palmer to second that. 

Lord Palmer: I have much pleasure in seconding that. 

(The resolution was put to the meeting and 
unanimously.) 

Mr. W. J. Stevens: Ladies and gentlemen, I have great 
pleasure in submitting the following resolution: ‘‘ That the 
following directors now retiring by rotation be ai they 
are hereby re-elected—Mr. Charles J. Hambro, M.C., Major 
The Hon. John J. Astor, M.P., The Hon. Edward G. 
Cadogan, C.B., The Rt. Hon. The Earl of Dudley, M.( The 
Rt. Hon. Lord Dulverton, O.B.E., The Rt. Hon. Lord 
Portal, M.V.O., D.S.O., Sir Henry B. Robertson, Colonel Sir 
W. Charles Wright, Bt., K.B.E., C.B.,’’ I move accordingly 

Mr. J. W. Duncan: I have much pleasure in second that 
resolution. 

(The resolution 
unanimously.) 

Mr. D. Rupert Phillips: I have much pleasure in 1 ing 
‘‘ That Sir Lynden Livingstone Macassey, K.B.E., K be 
and he is hereby elected an Auditor of the company in the 
place of the late Rt. Hon. Edward Shortt, K.C., and that a 
sum of £500 per annum be allowed to him as remun 
for his services.’’ 

Mr. Reginald J. R. 
seconding that. 

(The resolution 
unanimously.) 

Mr. Vaughan: I have much pleasure in moving: Chat 
the following gentlemen be and they are hereby appointed 
members of the Audit Committee for the ensuing y Sir 
George Lewis Barstow, K.C.B., 36, Sussex Gardens, W.2; Sir 
W. Edgar Horne, Bt., 110, Mount Street, W-.1!: Mr 
Reginald J. R. Loxdale, Castle Hill, Llanilar, Aberystwyth 
Mr. D. Rupert Phillips, The Greenway, Radyr, Glamorgan 
Mr. W. J. Stevens, Court Lodge, Merstham, Surrey 

Captain J. C. Newland: I have pleasure in seconding that 

(The resolution was put to the meeting and 
unanimously.) 


rried 


was put to the meeting and ried 


ition 


Loxdale: | have much pleasure in 


was put to the meeting and rried 


irried 


Special General Meeting 

The Chairman: Now we have what is called the Wharn 
clitte Meeting for the promotion of these various Bills to 
which I referred. I beg to move: ‘‘ That the Bill now 
submitted to the meeting entitled ‘ A Bill to empower the 
Great Western Railway Company to construct railways and 
to acquire lands; to authorise financial arrangements with 
respect to certain works and facilities to be provided by 
the said company under an agreement with the Treasury 
in connection with passenger transport services in the London 
Transport Area and to raise additional capital; and _ for 
other purposes ’ be and the same is hereby approved subject 
to such alterations therein as may be sanctioned by Parlia 
ment.’’ Task Lord Palmer to second it. 

Lord Palmer: I have very much pleasure in seconding 
it 

(The resolution irried 
unanimously.) 

The Chairman:. I beg to move: ‘‘ That the Bill now 
submitted to the meeting entitled ‘ A Bill to empower th 
Great Western Railway Company to construct railways and 
other works in connection with their undertaking and _ to 
acquire lands; to authorise financial arrangements with re 
spect to certain works and facilities to be provided by 
the said company under an agreement with the Treasury; 
to abandon certain railways; to raise additional capital; 
an. for other purposes’ be and the same is hereby approved 
subject to such alterations therein as may be 
by Parliament.’’ : 

Lord Palmer: I beg to second that. 

(The resolution was put to the meeting 
unanimously.) 

[The Chairman: I beg to move: ‘‘ That the Bill now 
submitted to the meeting entitled ‘ A Bill to empower th« 
London Passenger Transport Board to provide certain ser 
vices of trolley vehicles, to construct new works; to acquire 
lands; to raise additional moneys; to confer further powers 
on the Board; and for other purposes’ be and the samé 
is hereby approved subject to such alterations therein as 
may be sanctioned by Parliament.’’ 


was put to the meeting and < 


sanctioned 


and carried 
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Li Palmer: I have very much pleasure in seconding 
tha d ; 

(The Resolution was put to the meeting and carried 
una! usly.) 

The Chairman: Then, ladies and gentlemen, that con- 
cludes our business for today, and I should iike to express 
mv great gratification at seeing so large an attendance of 
the kholders of this company and to accord to you 
mv 1est thanks for the support which you have given 
to myself and my colleagues on the directorate You 
may ce it that we are using our very utmost endeavours 
to st your interests, and whatever is for the good of 


the ( it Western Railway Company commands our uni- 
versal loyalty. (Applause.) 

Mr. Leslie Boyce: Before we disperse, 1 am sure it would 
be the wish of all the stockholders present that we should 
record a very hearty vote of thanks to our Chairman, the 
Directors, the Management, and the staff for the very 
excellent services they have given to the company in the 


ast ar. 
Mr. John Hayes: I have pleasure in seconding that. 

T resolution was put to the meeting and carried 
unanimously.) 

Mr. Leslie Boyce: I should like that recorded on the 
minutes. 

[he Chairman: Ladies and gentlemen, I am most grateful 
to you and express my thanks on behalf of my colleagues and 
mysel 








The Birmingham Railway Carriage 
& Wagon Co. Ltd. 


I annual general meeting of the Birmingham Railway 
Carriage & Wagon Co. Ltd. was held at Smethwick on 
February 26, Mr. Bernard D. F. Docker, J.P., Chairman 
of the company, presiding. 

[he Chairman, in moving the adoption of the report 
ind accounts, said that it was with deep regret that he 
had to refer to the very sad loss they had sustained in 
the death of General Stanley, who had been a member of 
the board for the past 28 years. To fill the vacancy they 
had invited Sir Francis Joseph to join the board, which 


tion he was pleased to say he had accepted. 

result ot the past year had shown an improvement 
that of the previous year, and, although this was not 
so substantial as one would have wished, it was a step 
in the right direction. On the last occasion that he had 
addressed a meeting of the company he had stated that 


the order book at that time had showed an increase so far 
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as the volume of work was concerned, but that prices were 
very lew, and he had explained that they had followed a policy 
of competing closely for any work available even at unre- 
muncrative prices, their object being to find employment for 
their workmen and to preserve their markets. 

[he production of modern rolling stock was a somewhat 
lengthy process involving the preparation of designs and tools 
long before deliveries could be made, and it was therefore 
not until the latter part of the year that their output began 
to show any benefit from the increase in orders. The 
restricted turnover during the first half of the year and the 
low prices prevailing accounted for the fact that there was 
not a larger amount available to place to the credit of the 
profit and loss account. 

The scarcity of orders for export was, as he had 
endeavoured to explain at each meeting for the past five 
years, one of the difficulties with which the industry had to 
contend, and last year saw little or no improvement in the 
demand from that source. They had, therefore, been almost 
entirely dependent upon the home market, where very 
keen competition, not only from other contractors but from 
the railway companies’ own workshops, had to be met. As 
regards future prospects, there had recently been a_ better 
demand for rolling stock, chiefly from the home railways, 
and they had obtained a fair share of those requirements. 
Unfortunately the increasing demand had not brought any 
corresponding improvement in prices, against which they 
were faced with rising costs of materials and higher wages. 
When prices, in times of depression, had reached an un- 
cconomic level, the process of raising them was lengthy and 
laborious. 

The shops were more fully occupied than they had been 
for a long time past, and while he could not be very 
enthusiastic as to the future, he could only hope that the 
improvement in trade in which they had recently shared 
would continue, and he could assure them that the beard and 
every one concerned in the management and affairs of the 
company would spare no effort to restore to it the prosperity 
it enjoyed for so many years. 

In conclusion the Chairman said that he did not think he 
could do better than to read the words he useda year ago when 
referring to their managing director. He then said :—‘‘ Once 
more our friend the managing director has had an arduous 
and trying year, and once again he has risen to the occasion 
with that alacrity that each of us who knows him and 
ipprec iates his qualities expects. I, who have been brought 
closely in touch with him, have had daily proof of his judg- 
ment and determination, allied with his very human under- 
standing, and he has been ably supported by a staff who 
continue to demonstrate their loyalty.’’ He would only 

idd that what was true then was equally true that day. 

The report and accounts were unanimously adopted. 








Railway and Other Reports = Pre!erence | stocks 
¢ March 11. 


London & North Eastern Railway. 
lhe secretary writes, February 21 : 


Zschipkau-Finsterwalde Railway. 


will be posted on 


Forthcoming Meetings 


Feb. 28 (Fri..—London Midland & 
Scottish Railway Company (Ordin- 





















































\fter transferring £50,000 from general 
reserve as formerly, the directors recom- 
mend that, subject to final audit, divi- 
dends be paid on the 4 per cent. first 
preference stock at the rate of 3} per 
cent., less income tax, and on the 5 per 
cent. redeemable preference stock at the 
rate of 44; per cent., less income tax, 
leaving a balance of £40,183 to be 
carried forward. No credit has been 
taken in the accounts for {935 in respect 
of the valuation of the company’s under- 
taking for assessment to local rates, the 
whole matter being at present under 
appeal to the Court of the Railway and 
Canal Commission. Warrants for the 
dividends on the 4 per cent. first pre- 
ference and the 5 per cent. redeemable 


The report of the Zschipkau-Finster- 
walde Ejisenbahn-Gesellschaft for the 
year 1934 shows that the gross receipts 
of the parent line of 21 km. were 
RM. 1,031,405, against RM. 1,004,872 
in 1933, and working expenses RM. 
693,131, against RM. 770,531. The 
surplus, after allocations to renewals 
and reserve, but exclusive of deprecia- 
tion, was RM. 309,361, against RM. 
232,958. From the working of the Sall- 
gast-Lauchhammer Light Railway of 
13 km. belonging to the same company 
there was a surplus of RM. 17,118 in 
1934. The operating ratio of the two 
lines together, excluding depreciation, 
was 69-9 per cent. in 1934, against 
77-4 per cent. in 1933 


ary General), Friends’ House, Euston 
Road, N.W.1, at 11.30 a.m 

March 4 (Wed.).—London Midland & 
Scottish Railway Company (Special 
General), Euston Station, N.W.1, at 
12 noon. 

March 4 (Wed.)—-Isle cf Man Railway 
Company (Ordinary General), Station 
Buildings, Dougl»s, at 10.30 a.m 

March 6 (Fri..—Great Southern Rail- 
ways Company (Ordinary General), 
Gresham Hotel, Dublin, at 2 pm 

March 6 (Fri.).—London & North East- 
ern Railway Company (Ordinary 
General), Wharncliffe Rooms, Hotel 
Great Central, Marylebone, N.W.1, at 
2 p.m. 

March 12 (Thurs.)—Derwent Valley Light 
Railway Company (Annual General), 
16, Coney Street, York, at 3 p.m 
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QUESTIONS IN PARLIAMENT 


Level Crossings 
Mr Bull 
Transport 


asked the Minister of 
recently whether he was 
now able to state the number of un 
controlled level used by 
heavy lorries over main railway lines; 
and whether he was taking any imme 
diate steps to lessen their danger. 

Mr Hore Be lisha. A 
mittee 


Crossings 


special com 
has been appointed by the rail 
wa) veneral managers’ to 
recommendations 
subject 


consider 
touching upon this 
which have been made in the 
reports of my inspecting officers. 

Mr. Churchill on February 
the Minister of 
Was 1n 


12 asked 
rransport, whether he 
t position to state the number 
of uncontrolled railway crossings used 
by heavy lorry traffic which intersected 
the main line from Cambridge to 
London on the London & North 
Eastern Railway; and what steps wert 
being taken to lessen. their 
having regard to the 
at Wormley 
ber 27, 1934 

Mr Hore-Belisha I 
from the 


danger, 
serious accident 
level crossing on Novem 


understand 
railway company that the 
number is six Ihe whok 
dealing with these 


problem ot 
uncontrolled cross 
ings is receiving the special considera 
tion of the companies, and I am glad 
to inform my right hon. friend that at 
Wormley 


heaviest 


carries the 
road traffic of these six, the 
company has 


crossing, which 
railway 
vide the equipment to con 
trol the gates from the 

Mr. Holland 


rransport 


agreed to pro 
necessary 
signal box 

Minister « 
number of 
Burton 
many of 
these crossings served directly the local 
brewing industry ind 


asked the 
what was. the 
level crossings in the 
on-Trent, 


town o! 
Derbyshire; how 


would he 
endeavour to secure 
ot the 


some adjustment 

view of the 
in road usage, in the 
safety, and for the 
the local inhabitants 

Mr Hore-Belisha. 
level crossings in 
cd 


which 25 serve the 


position in rapid 
interest 


convent 


Phere ire 27 
3urton-on-Trent of 
local brewing 
industry With regard to the last part 
of the question, I shall certainly be 
prepared to entertain any proposal sub 
mitted to me by the responsible high 
way uthority for the elimination of 


crossings in the interests of publi 


Carriage of Pigs 
Captain Strickland on 


asked the Minister of 
was the total 


February 18 
Agriculture what 
number of bacon pigs 
actually conveyed by the railway com 
panies under contract for the 12 months 
ended December 31, 1935; and what 
was the total sum paid to them for 
carriage under the flat-rate agreement 
for the same _ period 

Mr Ramsbotham (Parliamentary 
Ministry of Agriculture). 
I am informed by the Railway Clearing 
House 


Secretary, 


that the total number of pigs 


transported by the railway companies 
under the flat rate agreement during 
1935 was 1,455,732, and that particu- 
lars of the total sum paid to the rail- 
way companies under the 
are not yet available. 


agreement 


Suggested Covering in of Railways 

Sir William Davison on February 19 
asked the Minister of Transport whether 
iny investigation had been 
his department as to the 
of covering in the 
London 


made by 
possibility 
railways in the 
area not already underground, 
with a view to providing additional 
transport facilities Central 
London and the suburbs bv means of 
motor super-imposed over the 
railway tracks; and, in_ particular, 
whether this possibility had been 
studied in connection with the proposed 
new arterial road between South Ken 
sington and the Great West 
Hammersmith and Chiswick. 
Mr. Hore-Belisha.—The answer to 
both parts of the question is “‘ yes.”’ 
The proposal to carry the projected 
Cromwell Road extension over a section 
of the District Railway has been ex 
amined by the engineers, who report 
that the technical and practical dis- 
advantages of the scheme are consider 
able and that the cost would greatly 
exceed that involved in the construc 
tion of a normal road, even including 
the cost of acquisition of property. 


between 


roads 


Road via 


Rating of Railways 
Mr. Louis Smith on 
iske-l — the Minister of Agriculture 
whether, in view of the decision of 
the House of Lords in the rating appeal 
of the Southern Company 
under rating had _ been 
reduced by about 50 per cent. and also 
n wiew of the 


February 20 


Railway 
which — its 


consequent heavy reduc 
tion in the c: of all the railway com 
panies similarly affected of the amounts 
ivailable for rebating the railway 
selected traffic, 
necessary steps to 
benefit 
to farmers in the circum 
brough tabout by the. said 


carriage charges on the 
he would take the 
ensure that = the maximum 
should accrue 
stances 
judgment 
Mr. Hore-Belisha (Minister of Trans 
port) replied.—My hon. friend may 
rest assured that the interest of agricul 
ture in the railway freights rebate 
heme, as it may be affected by the 
other pending 
cases, is not being overlooked. 


decision of this and 


Rail and Road Competition 

Captain Strickland asked the Minister 
of Transport whether he was aware that 
the railway companies, in contraven 
tion of Section 11, sub-section (2), of 
the Road and Rail Traffic Act, 1933, 
were lodging objections against applica- 
tions for road service licences in those 
districts where they were not them- 
selves providing suitable facilities; and 
whether he would take action to put an 
end to this. 
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Mr. Hore-Belisha.—I think my hon 
and gallant friend must be 
a misapprehension. The li sing 
authorities are required to ta into 
consideration objections by rsons 
already providing transport faci s in 
the district or between the uces 
which the applicant intends t 
It is for the licensing author 
the hearing to determine whet! 
already existing facilities are s 


inder 


Railways in South Wales 

Mr. Jenkins asked the Minister of 
Pransport if he could state the total 
value of the orders placed in South 
Wales in connection with the railway 
development scheme. 

Mr. Hore-Belisha.—The railway com 
panies are seeking in their Bills of this 
Session the powers necessary to ible 
il implement the agr nts 
made last year; naturally, theretore, few 
orders have yet been placed. 
informed that up to the present orders 
to the value of £46,000 hav een 
placed in South Wales, but this 
is no indication of the value of the 
material for which orders will du 
pl iced there as a consequence 
scheme. 


1e1n to 


course be 
of the 
Railway Trains and Flares 
Mr. Liddall asked the Minister of 
fransport if he would consider intro 
ducing legislation to make compul 
companies the pr 
flares to be ust 
warning on-coming 
trains after an accident or other mishap 
Mr. Hore-Belisha.—The use ot! 
for this purpose has been fully 
gated and after extensive expe! 
a vear or two ago the conclusion 
reached that the provision of flat 
an additional safeguard for th 
tion of trains was not justified 


upon railway 
on all trains of 
the purposes ot 


Tientsin-Pukow Railway 

Mr. Moreing, on February 24 
the Secretary of State for For 
Affairs what had become of thi 
reserve fund which the Chinese Go 
ment set up for the purpose of p 
in monthly instalments to mee 
arrears due to the bondholders 
Tientsin-Pukow Railway; and wh 
payments into this fund were still being 
made. 

Mr. Eden.—I understand that 
special reserve fund has been used fot 
the service of the original and suppl 
mentary loan issues. So far payments 
have been made on coupons which were 
eleven vears in arrear. Payments col 
tinue to be made into the fund, but 
in December last were twenty months 
behind the agreed schedule. 


Working Hours 

Mr. Tom Smith asked the Min 
of Transport whether he would call 
a return of the hours worked in excess 
of the normal working day by em 


for 


| 


ployees engaged on goods and minera 


trains on the Midland section ol 
L.M.S.R. during each of the last thre 
months. 

Mr. Hore-Belisha.—! feel thai ™ 
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jacle cause given it is un 
to ask the railway company 
he to the returns which they are 
ire required to furnish with much 
n of detail. 


Indian Railway Materials 


Ml Wedgwood on February 25 
isk 1e Under Secretary of State for 
Ind vhether material for Indian rail 
wat ider his control was still being 
rd from Germany; and whether, 
if such orders were placed in 


fut they would be used to free 
Brit frozen credits in that country. 
M R. Butler.—Orders for material 
for Indian State railways continue to 
b ed in Germany from time to 
vhen German tenders are most 
izeous to India, but as far as 
wn here the volume of such 
rd is relatively small. As regards 
ond part of the hon. member's 
uestion, I understand that the balance 
f trade between India and Germany 
in favour of the former. 


Clapham Underground Stations 


Mr. Hicks, on February 26, asked the 
Minister of Transport if he was aware 


that both up and down trains con 
verged on a narrow single platform at 
Clapham North and Clapham Common 
inderground — stations that during 
rush hours both platforms were con 

ted and that there was danger of 


ssengers being pushed on to the rail 


Int and if, in such circumstances 


Hie Vas prepared to approac h the 
lon Passenger Transport Board 
vith a request that separate platforms 


he up and down lines should be 
structed at the stations referred to 
\Ir. Hore-Belisha I am _ informed 
t the board sees no justification for 
urring the heavy expenditure in 
olved in making the alterations sug 








CALLENDER’S SOUTHAMPTON OFFICI 


1 =6©branch= office of Callender’s 
Cabl & Construction Co. Ltd. in 
Southampton has been moved to larger 
ses at 17, Strand The telephone 
imber, Southampton 2919, remains 
same 


L.N.E.R. DisTINCTIVE STATION COI 
The L.N.E.R. plans for 1936 

nclude the painting of 354 stations and 
pots Branch lines to be painted 
distinctive colours include those from 
\ istle to Carlisle and Alston, York 
to Harrogate. and Scarborough to 


\\ +} 
\ D\ 


NEASDEN GENERATING STATION, 
LONDON TRANSPORT In its Bill now 
fore Parliament, the North Metro 
politan Electric Power Supply Company 

powers to enable the company 
ind the London Passenger Transport 
Board to enter into an agreement for 
the purchase or lease by the company 
f the Neasden generating station 
vh originally belonged to the Metro 
litan Railway and is now vested in 
mdon Passenger Transport Board 
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Criticisms of the Argentine Agreement and Legality 
of Revenue from Exchange 


Further news about the Argentine 
exchange and maize freight rates agree- 
ment has just come to hand from our 
Argentine correspondent, and is supple 
mentary to his letter published on pag 
391 of this issue 

rhe great bulk of the maize crop is 
carried by one railway, the Central 
Argentine, so that obviously the new 
agreement would seriously affect the 
finances of that company unless some 
special compensation were arranged. 
rhis has now been done, and _ the 
C.A.R. is to receive additional benefits 
from the companies’ exchange pool to 
balance loss on maize freights due to 
the reduced tariff. 

The new agreements are already 
being severely criticised by other than 
British railway public utility concerns, 
as well as by producers who have to 
remit money abroad. These criticisms 
are, however, partly silenced by the 
fact that the railways have given a 
quid pre quo in the maize rebates, and 
promise not to increase rates for a 
twelvemonth 

[here is also a theory expressed in 
some quarters that, in accepting the 
exchange cffers, the railways more or 
less adinit the right of the Government 


to sell exchange at a profit of $2 in the 
pound. 

Doubts as to the constitutionality of 
this policy and other economic 
measures of the Argentine Government 
are examined in an article by Dr. 
Hubert M. Eunis in the Buenos Aires 
Herald of January 16. He draws com- 
parison with the judgment of the 
Supreme Court of the United States 
that dealt such a blow to the Agricul- 
tural Adjustment Administration in 
that country. He also comes to the 
conclusion that a similar ruling might 
be expected from the Argentine 
Supreme Court on the question of 
exchange control, if the companies’ ad- 
visers and lawyers brought the question 
of constitutionality in a strong way 
before the courts. 

Proceeding, he likens exchange con- 
trol to a taxation system, providing a 
splendid source of revenue, that is 
illegal, and goes on to prove by quoting 
chapter and verse how this comes .to 
be so, according to his judgment of the 
whole matter. Others too, appear to 
share this view, and it is possible that 
history in the North may repeat itself 
in the South of the American Conti- 
nent in the cause of true justice. 








A Central Argentine Jubilee 


(From our correspondent in Buenos Aires) 


February | marked the 50th ann 
versary of the inauguration of a regulai 
daily passenger train service between 
3uenos Aires and Rosario, a notabie 
event in Argentine railway history 
On February 1, 1886, the first pas 
senger train started from the old 
Central station, situated in the 
thoroughfare then known as Paseo de 
Julio (now Avenida Leandro N. Alem), 
immediately in front of the site now 
occupied by the. administrative build 
ings of the Central Argentine Railway, 
on its first trip over the Buenos Aires 
& Rosario Railway (since amalgamated 
with the Central Argentine) Accord 
ing to the available records, two trains 
were run in each direction. The morn 
ing train left Buenos Aires at 7.10 a.m., 
covering the distance (188 miles) in 
9 hr. and 5 min., after stopping at all 
stations en voute. The afternoon train 
left the Central station at 12.30, and 
arrived at Rosario at 7.30, with 7 
intermediate stops The return trains 
left Rosario at 6 a.m. and 10.30 a.m 
on the following day, arriving at 
Buenos Aires at 3.20 p.m. and 5.32 
p.m., respectively. When it is remem 
bered that the line consisted of earth 
ballasted, single track, with the light 
rails of that period, the foregoing 
timings must be regarded as very good. 


Since that time, earth-ballasted single 


track has been superseded by ston 
ballasted double track, 65-lb. rails, 
laid on cast-iron ‘‘ pot’’ sleepers, 


having been replaced by 85-lb. and 


100-Ib rails spiked to hardwood 
sleepers; chairs are used on the Buenos 
Aires division. These improvements 
to the track, in conjunction with 
modern signalling and an enormous 
development in locomotive power, have 
gradually brought about an increase in 
speed and safety, which half a century 
ago would have been regarded as 
visionary, and it is of interest to com- 
pare the service given above with that 
in force today. 

In addition to the morning and even- 
ing daily expresses in both directions, 
known as the Rapido and the Flecha, 
which cover the distance in 4 hr. and 
41 hr. respectively, there are now four 
intermediate trains every day between 
Buenos Aires and Rosario. Further- 
more, the Cérdoba and Tucuman ex- 
presses, known as the Aguila de Oro, 
Ravo de Sol, El Serrano, the Pan- 
americano, and Estrella del Norte, 
also travel over this route, in some 
cases conveying passengers between 
these two cities. 

The Central station, referred to 
above, was burned down on the night 
of February 14, 1897, after which the 
terminus of the railway was _ trans- 
ferred to old Retiro. This building, 
erected in 1862, was finally closed and 
demolished in October, 1915, after 
serving its purpose for well over half 
a century, following the opening to 
service in the previous August of the 
present magnificent terminus facing 
Plaza Britanica. 
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Improving Communications between Germany and 
Scandinavia 


During recent years much has been 
done towards the improvement of rail 
way communications between Germany 
and the various Scandinavian countries, 
and the process is still going on Phe 
latest development is the completion 
of the bridge across the channel 
separating the mainland of Germany 
from the island of Riigen, 
i cut of 3-hr | 


so enabling 
to be made in the running 
time between Stralsund and Sassnitz 
The harbour at Sassnitz is the terminal 
of the jointly-operated German and 
Swedish train-ferry across the Baltic to 
[rilleborg, south of Malm6, by which, 
daily, through sleeping car 
services are operated between Berlin 
ind Hamburg, and Stockholm and Oslo 

From the introduction of the summer 
timetables on May 15 next, the time 
for the 32} miles across Riigen from 
Stralsund to Sassnitz, including certain 
intermediate stops, will come down 
from 1 hr. 41 min. to 1 hr.; despite 
unchanged ferry times, and no accelera 
tion on the Swedish side, the time of 
the morning from Berlin to 
Stockholm will be reduced by 60 min 
to 19 hr., and of the night service by 
38 min. to 18} hr. By a considerable 
connection = at 


Twice 


service 


improvement of the 
Stralsund, it will be 
the Hamburg connection to the morn 
ing service at 10.34 instead of 9.14 
a.m., and so to achieve an acceleration 
of SO- min. Acceleration of the 
through connection Norwegian 
metals between Kornsj6é and Oslo is also 
to be effected, so that the northbound 
services from Berlin to Oslo will be 
about an hour quicker than 
ind those in the southbound direction 
will gain from 1} to 1} hr. in running; 
all four will about 22} hr 
throughout. 


pe ssible to start 


over 


before, 


average 


Routes via Denmark 

These changes are not without their 
element of competition for other 
routes between Germany and Sweden 
are also in course of speeding up by 
reason of engineering developments. 
[he traveller from Hamburg to Stock 
holm or Oslo, for exampie, has the 
option of travelling up through 
Schleswig to Padborg, on through 
Denmark to Copenhagen and from there 
to Malm6é and Stockholm, with a 
change of carriages in Copenhagen only 
[his route has the advantage of two 
short train-ferry crossings only—from 
Nyborg to Korsér, across the Great 
Belt, and from Copenhagen across the 
Kattegat to Malmé, as compared with 
the one lengthy crossing of the open sea 
from Sassnitz to Tralleborg; and th: 
services of the former have been greatly 
expedited as the result of the opening 
of the Little Belt bridge last vear. 
which did away with a third train-ferry 
transit from Fredericia to Strib 

Or, from Hamburg, 
travel via 


it is possible to 
Warnemiinde, 
Copenhagen, and Malmé 


Gjedser, 
here three 


train-ferry needed 
Warnemiinde Orehoved 
Masnedo, and Copenhagen-Malmé, but 
the middle one of three will 
shortly be replaced by the great bridge 
Storstr6m, 
course of construction; on 1ts 
pletion, an acceleration of train times 
over this hour 
expec ted 


crossings ire 


Gjedser, 
these 


over the which is now in 


com 


route by it least an 

may be 
The Frederikshavn Route 

Yet again, the traveller from Ham 


burg to Sweden or Norway has the 
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option of travelling in a throu 

whole length of the ma 
Denmark to Frederikshay 
making the crossing by stear 
there to Gothenburg. 

Ihe management of th 
railwavs may naturally be ex 
ncourage the Sassnitz-Tralleb 
both is 


steamers, and 


owner ) t 


joint 
also 
longest nileage on 

further, and with 
f the iccelerations ibout 


operation, this 


. } 
especialy 


brought into 
t presen the idvantage oy 
through transit time 


ind Sweden, so that 


others 
Germany 


much in favour. 








Cable Working on the Liége Inclines 


The east-west line of the early 
railway svstemi was planned 
to link Ostend with the Prussian 
frontier via Malines and Liége, and 
rapid progress was made with its con 
struction until Ans was reached from 
lirlemont in 1838 [The descent from 
Ans to Liége, carrying the railway from 
the Hesbaye plateau to the Meuse 
valley, is very sharp, and_ involves 
gradients as steep as 1 in 32. Ans is 
581 ft. above datum; Liége (Haut Pré) 
397 ft.; and Liége (Guillemins) 221 ft 
lo work this incline the Engineer, M 
Albert Simons, adopted 
tion, and recently an interesting article 
by M. E. Vanderstraeten, a Belgian 
railway engineer, gave details of 
the working 

Chis section of the line was opened 
on May 1, 1842, and the adoption of 
cable working made it essential to have 


Belgian 


cable ope ra 


SOME 


no level crossings and, if possible, no 
earthworks and viaducts 
were therefore heavy and costly to 
make A double line was laid down, 
haulage for ascending and 
control for descending trains 
is situated at Haut 
between the two 
with two 
(actually 


designed and 


curves Phe 


with cable 
brake van 
Che engine house w 
Pré in the centre, 
inclines, and was 
160-h.p. engine 
four S8O-h p 
built by H. Maus, a Belgian engineer, 
in conjunction with M Both 
ets of engines could drive either cable 
it will, and the installation, arranged 
to haul 60-ton trains at 12} m.p.h 
ould therefore handle 16 coaches On 
October 21, 1843, through communica 
Cologne, via Herbestal, was 


equipped 
installations 


engines 


Simons 


tion to 
opened, and the lin immediately be 
came an important international route 
The cable system continued in use for 
nearly 30 years, but in 1866 locomotive 
haulage was adopted for 
trains. In 1870 the engines began to 
prove unequal to work the goods trains, 
ind, as the cost of renewal would have 
heavy, the Malines shops made 
trial locomotive Chis 


passenger! 


been 
special 
proving satistactory five 
ordered, and cable traction 
in September, 1871 
A form of block system was intro 
duced on the opening of the line, by 


more wert 
tbandoned 
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BELGIAN NATIONAL RAILWAYS: 
os THO OR MORE TRACKS 
SINGLE TRACK 


seme WORD-BELGE LINES 
Sketch map of the railways in thi 
neighbourhood of Liés 


which signals were transmitt 


point to point by forcing all 


through pipes laid between tl 

house and the end_ stations 
various signals were conveyed. by 
de of blasts on a whistle. Phe dri 

stationary engines was also pri 

vided with a dial indicator automatic 

lv repeating the position of the trains 


4 1 











MIORE FILMS FOR TRAIN TRAVEI 
Early next month a new « 
attached to the 
train from Leeds to Edinburgh 
the corresponding train returning 
Edinburgh at 5.10 p.m Phere 
three performances a = journey 
hour, and th 


car is to be 


lasting about an 


for admission will be 1s 


DirECT RAILWAY SERVICE BI 
THE SOVIET UNION AND IRAN. 
September | learns Reuters ’ 
Service from Moscow, direct railwé 
communication will be provided 
tween the Soviet Union and 
Persia), by through train from Er1 
the capital of Armenia, to Tabriz 
later on the line has been 
tended, to Teheran. Now the jour 
to the Iranian capital is made pa 
by train and partly by road The g 
of the line on this Persian sectio1 
5 ft., the same as in the U.S.S.R 


when 
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of ABSTRACTS OF RECENT PATENTS* 


No. 457,689. Improvements in Rail 


Anchors 
/ Dennis Williams, and Henry 
if Limited, both of Railway 
I pt Works, Darlington 
1934. 
| il anchors of the type which 
the rails, an improved con 


is obtained by providing in 
inchor a an upstanding lip b 
ges one side of the bottom 


iva 
il flange c, 
ned over to bear on the uppet 
of the flange at the other 

the rail. The part of the 

_ I which extends below the rail is 


depressed as at f, to a shallow 


while the other end 


formation at the centre of the 
so as to clear the rail, thereby 
resilience to th 


direction 


_ i legree of 

in a longitudinal 
anchor may 
provided a 


iss section of the 
ny desirable shape 
br face bears on the bottom of the 


nd below this face the cross 


R.G’ 43768Y34 








b 
a f 


which, while permit 


1S reduced, 


ubstantial reduction in the steel 


red, does not detract from th 
I is the resistance to bending 
t materially iffected Iecepted 
be $, 1935. 


No. 435,629. 
for Heating Air for 
ments of Vehicles 


Barnhill Burnside, 


Electrical Apparatus 
Compart- 


of Fairhill, 


1) { Dumbartonshire {pril 25, 
1934 

iting apparatus of the duct type 

¢ luminous effects produced by 

ind in which appreciable heat 


ites from the luminous region, the 
obtained by 
example, reflectors 
ictors, situated in the _ heat 
zone, such that to an ob 
glow by 


us ettects are using 
diffusers, for 


{ 


ens 
ting 


server the diffusers appear te 


ght from the illuminating lamp, 
is not visibl The diffusers may 
ries of glass or stainless steel 


irranged parallel to one another, 
he illuminating means may be a 
situated so that its 


below 4 and be hind 


rical bulb 
parallel to, 
s, and its length equal to the 
so that the light from the lamp 


1 


ibridgments 
\Y GAZETTI DY 
ents can be 


sheet by sheet asissued, on payment of a subscription of 5s. . 
2s. each, and the full specifications can be obtained from the same address price Is. 


, price <s. 


specifications are spet ially 
permission of the Controller of His Majesty’s Stationery Office. G 
\btained from the Patent Office, 25, Southampton Buildings, London, ,W.C.2, 


of recently published 


passes on to the rods, and is directed 
forwards by reflection or refraction. In 
place of bars, tubes of glass may be 

filled with variously coloured 
liquid or solid matter, and the lamps 
may be variously coloured In a heat 
ing apparatus of the duct type, a tube 
2? forms a duct A, and an auxiliary duct 


used, 


8 is formed by a tube 3 and the tube 2: 
heating 


an electric element C is 
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reflectors may also be provided.—(Ac- 
cepted, September 25, 1935.) 


No. 436,980. Improved 
Trucks for Rail Vehicles 

E.M.B. Company Limited, George 
Norman Cadbury, and Stanley Smith, 
all of Moor Street, West Bromwich, 
Stafford. June 26, 1934. 

In bogie trucks for rail vehicles, 
thick rubber pads interposed between 
the pivot and the truck are combined 
with the bogie pivot and situated in 


Bogie 





R.G! 436 980/29 





situated within the duct A. The whole 
is mounted on a panel D. The front 
and sides of each of the tubes 2 and 3 
away at F, and an opening 
! is made in the panel D to accom 
modate the luminous means E, which 
comprise a rectangular frame 5. of 
metal, horizontal glass rods 6, and an 
electric lamp 7, having a cylindrical 
bulb and a reflector 8 For installa 
tion, the panel D is inserted into a 
onding opening in the wall, and 


re cut 


Orres} 
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pins 9 at its lower edge, and a latch 
!0 at its upper edge, serve to hold the 
apparatus in position In some cases 
provision is made for the direct passage 
of heat from the heating element C to 
nd between the rods 6, there being 
behind the rods Side 


} 
no reflector 


compiled for Tut 
Group 


a group volume, or in bound 





recesses formed in the underside of the 
pivot and in the upper side of a trans- 
member of the truck. The usual 
bogie pivot is constructed from a pair 
of parts a, b, which are rotatable 
about a vertical axis. The upper part 
a is secured to the underside of the 
body of the vehicle, and the lower part 
b is attached to a transverse member €. 
Between the parts b and ¢ two or more 
thick rubber pads ¢ are provided. To 
assist in retaining the pads in position, 
each of the parts b and c is recessed to 
receive the upper and lower faces of 
the pads The lower pivot member b 
is secured to the truck member c by 
bolts / passing through the pads d. 
With such a construction an effective 
cushion for supporting the weight of 
the body, as also a limited amount of 
freedom between the body and the 
truck in any horizontal direction, is 
provided. To limit the amount of 
freedom permitted by the pads d_be- 
tween the body and the truck, the 
outer ends of the part c are each pro- 
vided with a stop or rubbing block .g 
which comes into contact with the 
under surface of the body work. This 
stop or rubbing block is supported on 
the member c through the medium of 
a rubber block — h. (Accepted 


October 22, 1935.) 
No. 437,412. Steam Traps 


Bernard Robert Wingfield, and 
Bernard Theodore Wingfield, both of 
Brooklyn, The Green, West Drayton, 
Middlesex. February 18, 1935. 

\ steam trap of the thermal expan- 
sion type, in which the expansion and 
contraction of a bellows filled with a 
volatile liquid (responsive to tempera- 
ture changes) is utilised for the opera- 
tion of a spherical water release valve, 
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comprises the body 1 of the trap pro 
vided with air inlet 2, and outlet 3. 
Tue plate 4 carrying the thermal 
element 7 seated on the machined 
surface 5 of the body is held in posi 
tion by a cover 6 which is screwed to 
the body. The thermal element con 
sists of the bellows 7 closed at the top 
by means of an end plate 8, with filling 
opening 9 through which the liquid is 
introduced into the bellows, the open 
ing 9 being subsequently sealed. A 
button 10 is attached to the outside of 
the bottom end of the bellows. A stop 
tube 11 attached to the top plate 8 
limits the contraction; a washer 12 is 
provided to support the closed bottom 
end 

An arm 13 formed in the upper part, 
with a slot 16 which ends in a circular 
opening 17, allows the button 10 to be 
introduced into the slot At the same 
end of the arm 13 but in the lower part, 
a spherically ground valve 14 is 
attached by means of a clip 15 which 
































engages in a groove in the valve stem 
At the other end of the arm radiused 
ears 20, 20A are tormed as guides to 
act with a bracket 18 which is fixed 
between the valve body 1 and the valve 
seat 19. The clearance between the 
ears 20 and 20A of the arm 13 and the 
bracket 18 is sufficient to allow th 
spherical valve 14 to seat positively on 
the valve seat 19, the ears maintain- 
ing the valve 14 in such a_ position 
when away from the seat that the 
spherical portion must meet the valve 
seat opening when the thermal element 
expands (Accepted October 29, 
1935.) 


No. 437,882. Improvements in Rail- 
way Tipping Wagons 

Waller Skelton Hudson and Percy 
Hudson, both of Raletrux House, 
Veadow Lane, Leeds, County of York 
June 6, 1935. 

A railway tipping wagon has a chain 
1, one end of which is attached to an 
cye 2 on a pulley 3 carried on the 
wagon axle 4. A link 5 at the other 
end of the chain is slipped over a hook 
6 pivoted at 7 within a bracket 8 
secured to the body 9. Normally the 





THE RAILWAY 





GAZETTE 























hook 6 is held by a trigger 10 mounted 
in the bracket 8 and acted upon by a 
spring 11. A stirrup 12 on the under 
frame is engaged by the trigger 10 just 
as the body 9 reaches the discharge 
position (shown dotted), and becoming 
engaged. with the self acting catch 138, 
is held against return to the filling 
position until the releasing handle 14 
is pulled. The chain 1, during normal 
travel of the wagon, is wound upon 
the pulley 8, and the link 5 secured 
in any suitable way When the wagon 
is approaching the position at which 
its contents are to be dumped, the 
chain link 5 is liberated and engaged 
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B. Co. Ltd Cadbury 


G. N ind Smith, §S Bogev trucks for 
rail vehicles 

136,988 Leclair, L. J Brackenbury 
\. G ind Westinghouse Brake & Saxby 


Signal Co. Ltd. Vacuum braking appara 
tus 

437,155 Westinghouse Brake & Saxby 
Signal Co. Lt Fluid-pressure braking 
ipparatus for rail and other vehicles. 


$37,173 Bugatti, Ek. Coupling devices 


for railroad vehicles 

137,181 Huguenin \ \rrangement 
on tailway vehicles for guiding bogies 
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437,189. Butcher, E. G., and Jupe, 
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wheel flange lubrication 
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\ hicles 

137,480. Huguenin, A 3rake mechan 
m for rail vehicles 


Railroad Service 
freatment of substantially 


Oxweld 
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with the heck 6, this being done when 
the wagon is at a distance fr the 
discharge point which it is known the 
wagon must travel in order to wind uy 
the chain and effect the complet tip 


ping. The hook 6 then automatically 
releases the chain, and the body 9 is 
held in the discharge position by its 
catch 18. Any individual wagon in a 


train or all the wagons may br 
equipped in the way described, dis 


charge taking place as and when 
required by appropriate selection of th 
time when the chain is to be engaged 


by the pulley 
ber 6, 1935.) 


(Accepted \ em 
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valves for compressed-air brakes 
$37,654 Mordin Ix ind Westing 
house Brake & Signal Co. Ltd Elec 
genalling systems particularly fer train 


describing purpose 


437,689 Williams, D. D., and Wil 


liams Limited, H Rail anchors. 

137 834 E.M.B. Co. Ltd Cadbury 
G. N nd Smith, S Electromagnetic 
track brakes for rail vehicles 

437,882 Hudson, W. S., and Hudson 
Pp Railway tipping wagons 

438,038. Roberts, W S surton 
.. A and Railway Signal Co. Ltd 


Poken systems of traffic control for rail 
wavs and the like 

438,054 frist, H. H. P Means for 
reducing noise in railway tunnels 

438,078. Bowden, W., and Davies, D 
Operation of points on railways 
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NOTES AND NEWS 


Giusgow Electric Underground 


Rail y.—-Following the opening with 
elec traction of both lines of the Glas- 
0 wavy (formerly cable operated), 
the sgow Transport Committee has 
oT to change the name of this muni 
bway to the “ Electric Under- 

More G.W.R. Buffet Car Facili- 
ties. brom Monday last, February 24 
tl W.K. is providing buffet car 
faci s between Cardiff and Fishguard 
5.55 p.m. train from Paddington 
freshments may also be obtained 

on the 4.55 a.m. (5.10 a.m. on Saturdays) 


lishguard 


Steam Locomotive Research.—On 


M v, March 16, Prof. Felix Meineke, 
of t Technische Hochschule, Berlin, 
is to read a paper before the Engineers’ 
German Circle at the Institution of 
Me nical Engineers, London, at 6 p.m 
n this subject Prof. Meineke is one of 
those responsible for developing the 
scientific method of testing locomotives 
used by the German State Railway 
Collision at Cheadle Heath.--On 
February 24, the 8.30 a.m. L.M.S.R 
passenger train from Manchester to 
Cheadle Heath collided with a_ sta 
tionary goods train outside the latte1 
statio1 Che former was not derailed, 


it several of the goods vehicles were, 
four people were injured, including 

ree railway servants Both lines 
etween Heaton Mersey junction and 
Cheadle Heath were blocked and traffic 


be diverted via Stockport 


Leipzig Spring Fair.—In conne 
tion with the Leipzig Spring Fair, which 
held this year from March | to 9, 
the Southern Railway is issuing special 
tickets the third 


Dover-Ostend, iS 


will be 


reduced rate return 


iss return, Via 


‘435s. 7d Membership certificates, 
ssued by the London Office of the 
Fair First Avenue House, High Hol 

W.C.1) must be produced at the 
time of bcoking The reduced rate 
turn tickets will be available for 
19 days from the opening date It is 
reported that the Reichsbahn has 


illotted more than 


mvey visitors to the Fair 


L.M.S.R. Engine Sheds to be 
Modernised.— Important motive power 
lepots at 19 points on the L.M.S.R., 
most of them in Lancashire, are to 
be reorganised and modernised, under 
schemes which are anticipated to be 
completed by the end of this vear. In 
tition to improvements to the track 
layout with the object of facilitating 
the rapid disposal of engines, the sheds 

rned will be equipped with mech- 
inical coaling plants and other modern 


270 special trains 





facilities Ihe centres concerned are 
Bedford, Rose Grove (Burnley), Lower 
Darwen (Lancs. . Lostock Hall (near 
Preston), Bolton, Agecroft, Bank Hall 
Liverpool), Accrington, Tow Moor, 
Newton Heath (Manchester), Aintree, 


Goole, Perth, Kingmoor (Carlisle), Mold 
Junction, Normanton (Yorks), Stafford 


Camden (London), and Huddersfield 


New L.M.S.R. Liverpool District 


Station.— The new station at Old Roan, 
between Aintree and Maghull, near 
Liverpool, was opened on Monday 


February 17, for passenger, parcels, and 
miscellaneous traffic. 


Air-Conditioning in Canada.The 
Canadian National and Canadian Pacific 
Railways are making arrangements to 
introduce air-conditioning during the 
coming summer on some of their prin 
trains The fitting of existing 
passenger vehicles is undertaken 
gradually and it is expected that all 
passenger Cars on Important main line 
trains will eventually be equipped 


cipal 


being 


Great Eastern Amateur Athletic 
Association. The 16th boxing cham 
pionships (under A.B.A 
are open to all L.N.E.R 
will be held on Tuesday, 


laws) which 
employees 


March 24, at 


the Stadium Club, 85, High Holborn 
W.C.1, at 6.45 p.m Details may be 
obtained from Mr. Stan W. Frost, c/o 


}engineer’s Department, Liverpool Street 
station, E.C.2 


Reorganisation of L.M.S.R. Lon- 
don Goods Facilities.—Consequent 
upon fa reorganisation of the L.M 
traffic facilities in London, the 
goods depot at Whitecross Street, E.( 


S.R 


goods 


will be closed on and from March 2 
\rrangements have been made_ to 
transfer goods traffic normally dealt 
with at Whitecross Street to other 


LS. and town depots; the 
services previously afforded at White 
cross Street to traders for the collection, 


city 


delivery, and warehousing of 
goods will be fully maintained at other 
depots. Whitecross Street goods depot 
was opened by the former Midland Rail 
1878 


transit, 


way, on January I, 


’ 


‘* The Arcadians.’ During last 
week the Great Western Railway (Lon 
don) Operatic Society gave five perform 
ances of the famous fantastic musical 
play, ‘* The Arcadians rhe first two, 
on February 18 and 19, were at the Park 
Pheatre, Hanwell, and those on Thurs 
day, Friday, and Saturday evenings at 
the New Scala Theatre, W Consider 
able credit is due to the Producer and 
Stage Manager, Mr. George H. Hemmen, 
and to Mr. Charles Gardiner, the 
Honorary Musical Director, for the 
attractive chorus work which is such a 
feature of the play. The part of ‘* James 
Smith of London,’ suffered the 
apparently burdensome fate of being 
dipped in the Well of Truth and for 
bidden the useful facility of telling the 
capably handled 
His obvious relief 


who 


convenient lie, was 
by Mr. Jack Sealey. 
fell from grace, abandoned his 
‘ Simplicitas,”’ and 
business life, was 
The 


Peter 


when he 
Arcadian name of 
resumed his ordinary 
one of the moments of the play. 
part of the doleful jockey, 
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Doody,’ was entrusted to Mr. Leonard 
Melzer, who made the most of his well- 


known song, ‘‘ My Motter,’’ which was 
on the lips of every errand boy some 
thirty years ago. In the main, the 


chorus work was the great feature of the 
production, and the 21 principal cha 
racters all made contributions 
to an attractive show 


sound 


First Passenger Killed on Ameri- 
can Railways in 15 Months.—-The 
accident reported on page 263 of our 
issue of February 7, which occurred on 
January 31 to the Williamsporter ex 
press of the Reading Railroad, was the 
first on the railways of the U.S.A. since 
October, 1934, in which a passenger has 
lost his hfe. 


‘* Obligations of the Public To- 
wards Railway Capital.’’—An 
address with the above title will be 
delivered by Mr. D ( McCulloch, 
\ssistant to the Chief Operating Mana- 
ger, L.M.S.R., to London members 
of the Industrial Transport Association 
at Caxton House, Tothill Street, on 
Puesday next, March 3, at 6.30 p.m. 


Derailment and _ Collision at 
Bristol.—-On the afternoon of Febru 
ary 24, a G.W.R. train from Wolver 


hampton to Penzance and an L.M.S.R. 


train from Bradford to. Bristol were 
running into Temple Meads _ station, 
Bristol, on adjacent lines when the 


Bradford train apparently split a set 
of points and the second of its two 
engines struck the last coach but 
of the Great Western train throwing it 
trains were running 


one 


on its side lhe 
slowly and the damage was consequently 
not extensive Several passengers com- 
plained of shock and slight injury, 


Railway Stations for Sale.— At a 
local auction on Monday next bids are 
to be asked for freehold buildings and a 
site in Station Road, Epsom, formerly 
part of the Old Town railway station. 
The sale is by order of the Southern 
Railway, and the station for disposal 
was rendered superfluous by the merg- 
ing in the Southern Railway of the 
LL.B. & S.C.R: and the L.3.W.R. In- 
cluded in the property to be auctioned 
are the central booking hall, waiting and 
other rooms, and a lock-up shop, the 
entire site having a frontage of 110 ft 
to Station Road with an average depth 
of 52 ft Yealmpton and Burngullow 
station properties are also for sale. 

The Cairo-Helwan  Line.—The 
future of the Cairo-Helwan railway line 
has been decided by the Egyptian State 
Railways, according to a keuters Trade 
Service message from Alexandria. The 
Government, having decided that the 
Treasury could not attord the expenditure 
necessary for the electrification of the 
line, appointed a committee of experts 
of the railway administration to study 
other plans for the improvement of the 
line rhe Committee, with Mr. H. E 
Thomas, Deputy General Manager of the 
I.S.R., in the chair, presented three 
suggestions to the Higher Railway 
one of which has just been 
The plan consists in doubling 


Council, 
chosen 
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the line between Bab El Luk and Sayeda 
Zeinab \ll transport between the two 
ints will be railcars 
eaving every ten minutes From Bab 
IE] Luk to Sayeda Zeinab they will travel 
it the normal speed of a tramcar, but 
from Sayeda Zeinab considerably faster 
than the rhe plan, esti 
mated t £.120,000, will be put 


| made by diesel 
; 
| 


present trains 
a oon as it has received 


the approval of the Council of Ministers 


Bridge Failure at Banff, L.N.E.R. 
Some time after the last train from 
\berdeen to Macduff had passed throug! 


‘ 
of Monday 


Road Accidents. Ministry of 
fransport return for he 
February 22 of persons killed or injured 
ll accidents is as follows The 
figures in those for the 


orresponding period of last yea 


week ended 


road 


brackets are 


Fast Run by the Bristolian. 
February 24, tl uy Bristolia 
irkable ru | 
ation, this 
minutes late it 
at Paddington 


beh 


217 ton 


A 


Plymouth Road 
chem has peen prey 
Western National Omnibu 
G.W.R. associ 


a 15-mile 1 


Transport. 


ite) to merge its services 
Plymouth 


| capital totalling over 42,000,000 
it the alue of botl 


] nol 
ssed and 


indertakings be 


that the bus « 
Sulficient 


ompany 
( ipital in the 

er company to bring its interests 
therein up to those of the Corporation 

o give equal control. It is 
appointed 
the Corporation and two 


invest 


suggested 


four directors be two 
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the Western National Omnibus Co. Ltd. 
Phe proposal has been considered bv 
the Plymouth Transport Committee and 
a sub-committee has been appointed to 
examine the matter further 


Tientsin-Pukow Railway Loans. 
\ Reuters from the Chinese 
I:mbassy states that the Chinese Ambas- 
from his 
announces the following 
r concerning the resumption of 
bonds of the Tientsin- 
Pukow Railway Loans of 1908 to 1910 
Interest is to be paid at the rate of 
23 per cent. per annum from 1936 to 
1938 inclusive, and at 5 per cent. there- 
after. The principal to be repaid 
beginning in 1940, in annual instalments 
lependent upon the gross cash earnings 
so that the loan would be liquidated 
vithin about 40 vears from 1936 
But four-fifths of the interest in arrears, 
four-fifths of the shortfall of 
from 1936 to 1938 are to be 


message 
ack under instructions 


C,overnment 


SCTV ICE ot 


Li ilso 
and al 


interest 
cancelled 


Tela 
( OM pally 


Railroad Company.—tThis 
until the end of last 
system of 
gauge lines in 
took over on December 31 
» stock, and undertaking 
Ramal de Ulua Railroad The 
comprised 119 miles of 3 ft. 6 in 
line and 45 miles of 4 ft. 83 in 

the Cuvamel Fruit 
The former Tela_ rolling 
2? locomotives and 671 cars, 
14 locomotives and 
vauge line, and 
standard-gauge 
The Tela Railroad Company has 
working of the 
Honduras National 
formerly 
Fruit Company—the 
| lua Railroad The 
system comprises 65 miles of 
and 13 locomotives 
ind 163 cars Che Tela Railroad Com 
issociate of the United Fruit 
mpany of New York 


which 
owned and worked a 
224 miles of 3 ft. 6 in 
Honduras 
the track 
of the 


latte! 


\ } 
vCal 


1] 
TOU) 


was 
augmented by 
2 


for 3 ft. 6 in 


comotives and 151 


taken over the 
vernment-owned 
ulway, which was worked 
by the 
ownel ot the 
National 


3 ft. 61n 


{ 1 
{ uyvamel 


eauge line 


any is an 


Buenos 


section 


Buenos 


New 
second 


Second Section of 
Aires Subway.—Th 
of the new underground line in 
\ires from Plaza Constitucién to 
fetiro, which has built by the 
Companhia Hispano 
\rgentina de Obras Piiblicas vy Finanzas 
briefly referred to in our Electrii 
Ra tv Traction Supplement for April 5, 
was officially opened to service 
bruary 6 by H.E. the President 
\rgentine Republic (Lieut 

\ugustin P. Justo), who was 
wcompanied by the Ministers of Public 
Works, Finance, and Public Instruction 
sovernment and municipal officials 
and prominent railway representatives 
The official train, composed of six 
coaches, left Plaza Constitucién station 
p.m., and after a non-stop run, 
Ketiro at 3.14; the distance 
between the two points is approximately 
$ miles The new line brings the 
Constitucién terminus of the 

\ires Great Southern Railway 


| been 


Spanish syndicate 


1935 
on Fe 
I th 
General 


at 3 


arrived at 


9) 
Plaza 
B 


2UCTIOS 


February 28. 1936 
into direct communication \ thi 
Retiro terminus of the Central 
Railway Kkach of these t 
connected with the undergroyu 
by a subway leading from the | 
conucourse The work was b 
April, 1933, and the first secti: 
1} miles long, from Plaza Constit 
the Avenida de Mayo, was « 
and opened to service in Novem| 


ntine 


Stephenson Locomotive 
Activities.—The report for 193 
Stephenson Locomotive Societ 
has just been issued, records a « 
able extension of 
facilities for members in. the 
reviewed. Visits to railway wo | 
sheds reached the record total 114 
including and two-d: out 
ings, and a four-day tour in S¢ 
The collection of books and dos 
in the society’s library in the | 
dining club at King’s Cross stati 
been added to, its extended use! 
being reflected by larger attendai 
the weekly library evenings 
monthly lectures and papers coy 
wide range of subjects, and 1 
officers were among those who contri 
buted to this increasingly appr: 
feature of the society’s activities 


Society 
activities 


week-end 


lated 


Northern Ireland  Traffics. 
railways wholly in Northern Ir 
the number of passengers 
ticket holders carried 
the first eleven months of 1935 
5,377,169, against 5,239,931 for tl 
responding period of 1934, and ré 
from passengers were £249,370 
pared with £239,847. Merchandis« 
minerals carried in the first 
months of 1935 were 501,461 ton 
against 483,317 tons in the correspond 
ing period of 1934, and the total receipts 
from goods traffic were £170 971, com 
pared with £161,939. On railways partly 
in Northern Ireland, passengers in the 
first eleven months of 1935, numbered 
5,442,618, against 4,863,815 for the I 
responding period of 1934, 
senger receipts were £407,763, compared 
with £387,112. and 
carried in the first eleven months of 1935 
were 880,592 tons, compared vith 
$55,273 tons in the first eleven months 
of 1934, and total receipts from goods 
traffic amounted to £580,585, 
£536,203. 


exclusi 


season 


and pas 


Goods minerals 


against 


L.N.E.R. Rambling Posters.—-\\: 
have received from the L.N.E.R. two 
posters advertising the handbooks re 
cently published by the company fo! 
ramblers and cyclists in the Manchester 
and Cambridgeshire districts (reviewed 
on page 328 last week). In colouring, 
design, and lettering, these must be 
considered as among the most successful 
productions in British railway 
advertising which have appeared fo! 
some time. For the power of its imme 
diate appeal, perhaps, the Cambridge 
shire poster should be placed first by 
reason of its sunny blues and yellows 
and the very attractive rendering of the 
expanse of water forming the for 
ground of the scene. The same artist 


poste! 
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ible for the Manchester dis motorists travelling with their cars, and British and lrish Railwavs 
r, and here has chosen a more full details of the facilities available for i i ¢ 
ouring with dark green in Continental touring can be obtained Stocks and Shares 
lominance Water is again from the Automobile Association and 

t, and to its representation Royal Automobile Club, both of which Prices 
ted an equal skill in depicting organisations are in a position to supply y 

ide, and movement Both all necessary documents and lcences 

ire notable for the unforced and to arrange reservations on the 

line quality of their message, steamers 
iins by the exclusion of all the 


L.N.E.R. Cambridge Lecture and 
ped devices of advertising The 


Debating Society..—-On Ilebruary 12 
at the Cambridge Kailway Social Club 
» the point, and displayed with Mr. H. F. Sanderson, District Superin 
ittraction inherent in the Gill tendent, presided over a gathering of 
ettering standardised by the approximately 40 members of — th 
,N.E.R L.N.E.R. Cambridge Lecture and 
Motorcars on Harwich-Antwerp bating Society on the occasion of the first 
Steamers.—As a result of alterations debate this new society has had Phe 
of L.N.E.R. Harwich—Antwerp motion was Phat a Complete amal 
ste rs the accommodation available gamation of all forms of transport is 
torcars on each ship has been in the public interest,’’ and the affirma 
loubled During the last two tive was taken by Mr. A. M. Morley 
seasons there has been a and the negative by Mr. F. West (both 
erowth in the volume of motor members of the society On a vote 
tlic by the Harwich route. Special being taken it was found that. the 
fares are Im Operation for motion was carried by one vote 


ss, in red and white, is concise, 


1950) 


PERS Ui be de oe UO 








British and Irish Traffic Returns 


otals for 8th Week 


YE BRITAIN 


/ / 
377.0000 376,000 Ooo ? GOT.O0O0 OOO 10.000 
169,000 448,000 O00 3.559.000 7 000 79.000 
287,000 260,000 7,000 * i : Ovo0 51.000 
756,000 708,000 S000 ; Ai i O00 0.000 
133,000 1,084,000 O00 : y O00 0.000 


250,000 25 ) 
317,000 313,000 000 2 483,000 ? 435,000 OOO 
264,000 246,000 O00 2 108,000 970,000 | 100 
S81 000 559.000 + 29 OOO $591,000 405,000 | OOO 
831,000 S11,000 20,000 6,546,000 ,358, 000 ! Ooo 


2 O00 2 O00 1,955,000 953,000 aur 


$,746}3 mils 

train traftic 154,000 152,000 2 000 1,232,000 296 OOO S000 
iandise, &« 187,000 176,000 OOO 1.418.000 399, 000 O00 
ind coke 113,000 110,000 , O00 930.000 878,000 52. 000 
rain trate 300,000 286,000 O00 2,348,000 277,000 7 "00 
eipts $54,000 $38,000 5000 3,58).000 $503,000 77,000 


2,154 mils 
train trattr 238,000 234,000 O00 1,899,000 O00 
. & 57,500 58,500 O00 $37,500 Ooo 
10,500 35,500 O00 307,500 O00 
98.000 94,000 O00 745,000 37,000 
336,000 328,000 5000 2 644,000 , O00 
112 1,110 ; Dye S02 


3 OST 3,959 28 33,787 33,165 


, S80 529,400 400 18,450,100 1s, 300) 


20 13,671 


| 99 3.735 


7 
¥ ps 119 17,406 


4 
I 


total 2 Zz 
1261 
136 
110 
129 


LO6* 


Northern pass 7 | 7,100 100 533.000 
3 mils 

goods e 8,250 (300 65,150 

total Bde 15,350 400 118,150 


Southern pass 25,68 24,331 350 184,440 
2.076 mls 

goods 37.950 | 34,925 3,025 285.976 

total 13,631 | 59,256 t 470.416 


1 week, the receipts for which include those undertakings 
nding period last vea1 last year’s figures are, however, adjusted 


" >} 
ef 


¢ dividend 





CONTRACTS 


L.N.E.R. Road Transport Orders 
Phe L.N.E.R. has 


vehicles as follow 


House, Pic 


placed orders fo1 

ui transport 

Rootes Limited 
WI l 
ind parce 
wa Not 
rd 30 \ } e 


hinged 


Devonshire 


sides 
| 


vitl hinged 


2 Bed 


South Green 
movable-ftioor 
ding platform 


| | 


oading 


platforn 
oading 
$ five sIX 


| Phorny 
S.W.1, 2 two 
-ton platiorn 
detachable 


imme! 
tractor 
oading 
trailers LOM 
ter ler 

on trate! 


on trailer 


Boilers for india 
vth Wilson < Ltd. has re 
saturated a 
boiler re 
etre-gaug P class 4-6-0) 
comotives for the Morvi 
suppli | to the inspec 
Robert White & Partners 


rheated locomotive 


Diesel Locomotive Order 
Harland & Wolff Limited, of Belfast 
I eived 1 ord from the Belfast 
Railway for a 500 
diesel-electric loco 
th \Ardglass 
the loubl 


estimated 


elish Electric Co. Ltd. ha 
a contract from the Northern 
Board for the 
semi-luxury 
seating 


kkoad Transport 

of 36. single-deck 
bus bodies, each having 

ynmodation for 36 passengers Phe 

bus bodies will be provided with sliding 

' parcel 


ot root luggag containers 


ick ind heating equipment Phe 
carried out in 
valnut with alhambrinal ceiling and 


lining panels, rubber mats will be fitted 


nterior finish will be 


AND 
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TENDERS 


in the gangway, and all seating will be 
upholstered in moquette. These bodies 
vill be mounted on A.EA Regent 


chassis 


L.M.S.R. Wagon Orders 

Phe L.M.S.R 

a total of 25) 

wagons tor meat traffic, 

BR, and follow Metro 

politan-Cammell Carriage & Wagon 

Co. Ltd 100 Birmingham kailway 

Carriage & Wagon Co. Ltd 5): Chas. 

Roberts & Co. Ltd 5.) ; and Hurst, 
Nelson & Co. Ltd 5) 


has placed orders for 
four-wheeled container 
types FM and 


divided as 


Tank Wagons Orders 
The Gloucester Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the National Benzole Co. Ltd. for 
36 14-ton Class A tank wagons for the 
conveyance of inflammable liquids 


Roberts & Co. Ltd. has also 
received an order for 14 14-ton Class A 
tank wagons for the conveyance of in 
flammable liquids from the National 
Benzole Co. Ltd 


Chas 


Rails for Rhodesia 

Phe Khodesian Railways has placed 
orders for a total of 20,000 tons of 8)-lb 
Hat-bottomed rails and fishplates divided 
approximately equally between Dorman 
Longe & Co. Ltd. and Cargo Fleet 
& Steel tT t bx supplied 
Sir Douglas 

Fox & Partner 
Levland Motors L | has received 
from Hants & Dorset Motor 
Amited for three Cub vehicles 


an order 


SCTVICeS 


Locomotives for China 


elski & Co Posen Poland 
feuters Trac quoting 
messay to the Deutsche 
Zeitung has received an 
locomotives for the Kiangan 
Chekiang-Kiangsi) additional 
the same firm to 


months ago 


service 


Railway 
to one 


this line some 


supplied by 


Phe Associated Equipment Co. Ltd 
has received an order from the Sheffield 
lransport Department for 10 oil-engined 


tegent passenger vehicles 


lhe Bengal-Nagpur Railway Adminis 
tration has placed the following orders 


Ltd., 1,500 carriage 
‘ ‘ td led wheels 
Ward | three No. 7 turret 
id one ; 1 t lathe 
five brass finishers 
2ap bed-lathe and 
wid screwcutting 


me JA plane I 


| springs 
1, 5) dise-centred 


The Monk Bridge Iron & Steel Co 


Ltd. has received an order from the 
South Indian Railway, to the inspection 
of Messrs. Robert White & Partners 
for 50 carriage and wagon axles. 

The Egyptian State Railways Admin 


istration invites tenders, closing on 


February 28. 1936 


May 2, for 30,000 metric tons 
coal for power houses. 

Locomotives Required 

The South African’ Rail 

Harbours Administration is c: 
tenders, to be presented in Johai 
by March 23, for the supply of 
steam fitted wit 
firebox Further particulars 
obtained from the Departn 
Overseas Trade 


locomotive 


New Lecomotives for Lat 

It is understood that the 
State Railways Administratioi 
to order another series of loco: 
according to the plan draw: 
1935, so that it can materially s] 
railway traffic on the country 
lines, those 
national transit traffic 


espe ially serving 


German State Railway; New 
Rolling Stock Programme 

Following upon consideration 
estimates for the vear 1936 
administrative council of the Gi 
State Railway Hamburg 
vichten, the central offices at Ber! 
Munich been instruc 
arrange for further additions to 
stock during the vear. There ar 
provided 61 steam locomotives 
ing 35 express), 3 clectris 
30 light locomotin 
64 railcars 
another three 
railcars 338 
coaches 200 


Savs 


have now 


locomotiy 
s for shunting s 
trailers, inch 
three-section high 
third 
‘ 1)-Zug 
138 ceight-wheeled corridor co 
and 120 With 
exceptions, deliveries are to be 
pleted by December 31, 1936 | 
materials are to be used only 
home supplies are not availabl 
then only by special permission in « 
case Including these supplementat 
German State 
now committed to the expenditure ot 
about 180,000,000 marks for new rolling 
stock during the vear 1936. 


with 


class pas 
coat he 


Pon ds Wagons. 


orders, the Railway is 


Air-Conditioning in the U.S.A. 

lhe organisation of a new company to 
sell year-round air-conditioning = and 
automatic heating equipment is al 
nounced by Mr. Alfred P 
President of the General Motors Cor 
poration, learns Reuters Trade Service 
from New York. . The new 
will be known as the Delco-Frigidair 
Conditioning Corporation \n expan 
sion of sales of summer air-conditioning 
equipment manufactured by the Frigi 
daire division, and of winter heating 
equipment manufactured by the Del 
\pphance is aimed at 


Sloan 1 


compal\ 


division 


Permanent-way Equipment 
Ihe Sorocabana Railway, Brazil, ts 
enquiring for tenders, receivable by thie 
Stores Department by March 25, for the 
following permanent-way equipment 
20,000 metre rails, 37-2 kg. per metre 
2,000 pairs fishplates; 12,000 fishbolts 
tvpe 22 6, including Ibbotson typ* 
nuts; 12,000 Grower type 
90,000 coach screws; 30,000 bearing 
plates; and 90,000 rail clips. 


washers: 
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yOVERNMENT OF INDIA 


ICATLONS are invited for an appoint- 
t as Assistant Engineer (Inspection) 
dian Stores Department. Candidates 
British subjects or subjects of an 
tate, aged between about 24 and 35 
| should possess an engineering degree 

qualifying fer exemption from, or 
ive passed, the examination for 
C.E.. the A.M.1I.Mech.E. or Associate 
stitution of Engineers (India). They 
ve served an apprenticeship or pupil- 
t less than three years with a firm of 
way wagon builders or in railway 

tollowed by at least two years’ ex- 
n a responsible post connected with 
cation of steel railway wagons or in 
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OFFICIAL NOTICES 


railway workshops. During apprenticeship or 
subsequently, at least six months should have 
been spent in a drawing office. Full practical 
experience essential. Agreement for five years 
in first instance. Pay scale Rs. 350 rising by 
annual increments of Rs. 25 to Rs. 550 a 
calendar month and thence by increments of 
Rs. 30 to Rs. 700 a calendar month. In addi- 
tion, Overseas Pay will be granted to officer 
of non-Asiatic domicile. Free passage to India. 
Compensatory and house’ rent allowances. 
Provident Fund. 

Further particulars and Forms of Application 
may be obtained, on application by postcard, 
from the High Commissioner for India, General 
Department, India House, Aldwych, London, 
W.C.2. Last date for receipt of applications, 
20th March, 1936. 


Traction 


ARGE concern requires for leading position 

an Electrical Engineer with extensive ex- 
perience in traction matters, more particularly 
yperating conditions and motor construction. 
Apply giving full details, experience, training, 
and salary required, to Box No. 20, c/o Tue 
th Gazette, 33, Tothill Street, London, 





FAR EAST—CHINA 


| AILWAY MECHANICAL ENGINEER is 

open for Representations of firms or con- 
cerns interested in Railway Business.—Write 
Box 7, c/o Tur Ratway Gazerte, 33, Tothill 
Street, Westminster, London, S.W.1. 








The Polish Corridor 


Restrictions on German transit traffic 


ve difficulties which have 
1 connection with payments for 
ugh trains crossing Polish terri 
ind from East Prussia have 
the Polish authorities to impose 
ible restrictions on this traffic, 
February 7 [he German 
Railway has accordingly an 
| that the following alterations 
services apply until further 
route Berlin Grosz 
Danzig, K6nigsberg, there is 
ieged slow train each way only 
lin at 10.44 p.m. and arriving 
5.22 the following 
direction 


otettin 


rg at 5.2 p.m. tl 
times for the reverse 
m., with 


following 


erlin vi 

ire only 

iving Berlin at 

11.43 p.m., due 
8.17 a.m., and 
services trom 

10.43 p.m ind 

n at 7.16 p.m 
spectively In 

ind 11.0 a.m 

i supplementary service 

tin to KoOnigsberg at 8.25 a.m 
4.50 p.m. and leaving Kénigs 
11.0 a.m due at Stettin at 


no privileged trains at all on 
from Schneidemiihl to Deutsch 

i srombe rg 3yvdgosz FA 
Berlin to Insterburg, via Posen 
there is one train each way 
Jerlin at 9.49 a.m., arriving at 
m Insterburg at 7.14 a.m 
6.51 p.m., with connections to 

Breslau at Insterburg 
morning trains on the main line 
rchau and Marienburg do not carry 
ers between stations in Germany 
the corridor, but are limited to 
passengers, and additional trains 
just ahead of them, as between 
1 and Schneidemiihl, for traffic on 
section only. 
msiderable restrictions have been 
on goods traffic also, and many 
ses of altogether pro- 
ted for the cime being. From East 
ssia, for example, all kinds of pack- 
materials, wood, wooden articles, 


goods are 


scrap iron, and container consignments 
are no accepted, and in the 
reverse direction consignments with a 
declared value, either singly or truck 
loads, and all other goods except live 
stock, express parcels, bulk materials in 
at least & tonn« certain food 
stuffs, military equipment, furniture 
and furniture vans, flax, wool, leather, 
drugs, and certain other items 

Che East shipping service 
between Swinemiinde, Zoppet, and 
Pillau, worked by the fast motorship 
Preussen, now runs three times weekly, 


longer 


loads, 


Prussian 


outwards from Swinemiinde on Mon- 
days, Wednesdays, and Saturdays, 
and inwards from Pillau on Sundays, 
Tuesdays, and Thursdays. The old 
rates and special fares remain in force. 
This service, which bridges the corridor 
by sea, greatly assists in removing the 
difficulties under which East Prussia 
lies, separated from the rest of the 
Reich by foreign territory. Until the 
recent reductions the railway services 
bad shown a marked improvement over 
those running in the early years after 
the war, Germany and Poland having 
concluded more satisfactory agreement, 
and it is to be hoped that the present 
difficulties will soon be overcome so that 
the restrictions can be lifted, as they 
must inevitably prove a great hindrance 
+o commerce and even private business. 








Forthcoming Events 


Feb. 28 (Fri Diese] Engine Users’ 


Associa 
tion, at Caxton Hall, Caxton Street, 
London, S.W.1, 3 p.m. ‘“ The Report 
of the Committee on Heavy Oil Engine 
Working Costs (1934-5).’’ 

Institute of Transport (Newcastle), at Royal 
Station Hotel, 7.30) p.m Visit of the 
President. 

Institution of Locomotive Engineers (Lon 
don), at Trocadero Restaurant, Shaftesbury 
Avenue, W.1, 6.30 for 7 p.m. Annual 
Dinner 

L.N.E.R. (King’s Cross) Literary Society, at 
Queen’s Hall, Langham Place, London, 
W.1, 7.30 p.m. Annual Smoking Concert. 

Mar, 2 (Won G.W.R. (Birmingham) Lecture 
and Debating Society, at Great Western 
Hotel, Snow Hill Station, 6.30 p.m. ‘ Sell 
ing Railway Products,” by Mr. C. Shaw 

Institute of Transport (London), at Inst. of 
Electrical Engineers, Savoy Place, W.C.2, 
6 p.m Joint meeting with Société des 
Ingénieurs Civils de France (British Sec 
tion). ‘* Mechanical Traction on the French 
Waterways,” by M. L. Alvin 

Mar. 3 (Tues. Federation of Railway Lecture 
and Debating Societies, N.E. Area, at York 
Joint meeting with G.W.R. (London) Le« 
ture and Debating Society. 

Institute of Fuel (London), at Roval Geo 
graphical Society, Kensington Gore, S.W.7, 
7 p.m. “ Railears,” by Messrs. H. Bush, 
C. Hyde-Trutch, J. Tritton and Major 
W. Wilson. 

Industrial Transport Association, at Caxton 
House, Tothill Street, London, S.W.1, 
6.30 p.m. ‘ The Obligation of the Public 
towards Railway Capital,” by Mr. D. 
McCulloch. 

Institute of Transport (Bristol), at the Univer 
sity, 6 p.m. Visit of the President. ‘* The 
Evolution of Transport,” by Capt. J. Jones 

Retired Railway Officers’ Society, at Aber 
corn Rooms, Liverpool Street, London, 
E.C.2, 12.45 for 1 p.m. Spring Luncheon. 


Railway Officers’ and Servants 
Trocadero Restaurant’ 

London, W.1, 6.30 
Anniversary Festival 


M iT + VW ed 
Association, at the 
Shaftesbury Avenue, 
for 7 p.m 75th 
Dinner 

Railway Students’ Association (Edinburgh), 
at North British Station Hotel, 7 ‘p.m. 
Annual Supper 

Mar. 5 (Thurs.).—G.W.R. (London) Lecture and 
Debating Society, at General Meeting 
Room, Paddington Station, 5.45 p.m. 
Debate That Clerical Work at Stations 
is of More Value than that at District and 
Head Offices.” Affirmative G.W.R. 
(Birmingham) Society. Negative G.W.R. 
London) Society. 

Institute of Metals (London), at Society of 
Motor Manufacturers, 83, Pall Mall, S.W.1, 
7.30) p.m “Patent Law, with Special 
Reference to Non-Ferrous Metals,” by Mr. G. 
Marlow. 

Institution of Structural Engineers (Lanca 
shire-Cheshire), at Midland Hotel, Man 
chester. Annual Dinner. 

Institution of Structural Engineers 
Western), at Exeter. Arc hes,’ 
Crispin 

Southern Railway (London) Lecture and De 
bating Society, at Chapter House, $ 
Thomas’ Street, S.E.1, 5.45 p.m. 4 
Development of Railway Signalling,” 
Mr - S. Lascelles. 

Mar. 6 (Fri.).—Institute of Transport (Leeds), 
at Town Hall, 6.30 p.m. ‘* The Future of 
lransport,” by Mr. G. Lissenden. 

Institute of Transport (Nottingham Grad 
uate), at Guild Hall, 7 p.m. “* Transport 
and Civilisation, with Special Reference to 
Railways,” by Mr. K. Edwards. 

Institution of Mechanical Engineers, Storey’s 
Gate, London, $.W.1, 7 p.m. ‘“ The Im 
portance in Practice of the Lower Yield 
Point in Mild Steel,’’ by Prof. B. Haigh. 

Institution of Structural Engineers (Western), 
at Merchant Venturers’ Technical College, 
Bristol, 7.15 p.m. ‘“ Some Bridge Founda- 
tion Problems,” by Mr. L. Turner. 


South 
by Mr. S. 
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° level of prices. The tigures of ) 
. alvi- 
Railway Share Market dend statement were on reflec con- 
sidered not unsatisfactory in vik { th 
, 5 , ; the 
Partly owing to disappointment with over 6} per cent. ‘“‘ Brum ’’ ordinary and fact that they include no alk e in 
last week’s dividend announcement of the Santhers deferred are regarded in the respect of rating relief benefits \ fea 
L.N.E.R., but mainly owing to the effect market as probably a good deal under- ture of interest was some re in 
on general market sentiment arising from valued if a long view be taken. Great Transport ‘‘ C.’’ 
the heavy profit taking in ‘‘ armament ”’ Western ordinary have also gone back Argentine railway stocks havi ull 
shares and the unsettling influences of further on balance but were steadier fol- with little activity apart from t! eN- 
developments in the international political lowing the meeting. At the latter Sir ture and preference stocks, and ire 
situation, the trend in Home railway Robert Horne, the chairman, mentioned also lower on the week. Cent: sen. 
stocks has been adverse to _ holders that conditions in the heavy industries tine 4} per cent. preference ing 
Southern preferred reacted further and and other indications, together with the favoured as a ‘‘ recovery ’”’ sto the 
would seem to give an apparently attrac greatly lessened drain upon the company market. B.A.G.S. stocks hav de- 
tive yield at their present price for local rates, give good grounds for pressed this week, partly owin; the 
L.M.S. 1923 preference is another stock hoping that 1936 would yield more further disappointing traffic retu: The 
which is now being regarded as offering favourable results for the company than Central Argentine traffics were ag rela- 
a good yield and, provided general market for several years. L.N.E.R. stocks have tively favourable. Cordoba Centr eN- 
conditions rally, market men are looking been lowered, but the amount of selling tures continued to attract atten ut 
for a better price in the near future. At is reported to have been a good deal less failed to hold best prices. Elsewhere 
the present price the yield works out at than might be deduced from the lower Canadian Pacific stocks were again ive 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
a 
Traffics for Week 3 Aggregate Traffics to Date Prices 
Miles Share 
Week E s 
Railways open or ~ “a . 
1935-36 Ending agetal yk Letsanean Increase or Stock $30 By 
$s year : = ° js Decrease Q a 
¥ with 1935 2% This Year Last Year te 3- 
4 & £ 
{ Antofagasta (Chili) &Bolivia 14,190 880 «8 113,990 95,910 + 18,080 Ord. Stk. 23 1415;,. 24 Nil 
Argentine North Eastern 463 + 836 34 265,728 246,584 + 19,144 - 7 4 |6 Nil 
Argentine Transandine — —_ — — — — A. Deb. 4915 30 5 8 
| ; 5 ,500 - 350 5 5,500 5,850 — 350 6p.c.Deb. 13 5 10 Nil 
Brazi — — - —_ — _ Bonds. 14 1! 14 3° ¢ 
Buenos Ayres "& Pacific 101,938 4 4,183 34 2,694,931 2,442,357 + 252,574 Ord. Stk. 101 47 9 Nil 
Buenos Ayres Central $101,700 + $14,000 31 $3,651,500 $3,547,100 + $104,400 Mt. Deb. 21 10 17 Nil 
Buenos Ayres Gt. Southern 171,345 — 31,963 34 4,343,961 4,688,656 — 344,695 Ord. Stk. 27 1315 19 Nil 
Buenos Ayres Western 53,142 - 18 34 1,477,146 1,468,535 4 8,611 * 24 10 15 Nil 
Central Argentine 135,141 + 10,699 34 4,130,636 4,010,922 + 119,714 ce 177g 7 12 Nil 
. do. - - — ~ Dfd. 9 31 61 Nil 
: Cent. U ruguay of M. ‘Video 13,725 + 2,063 31 318,424 467,419 — 148, 995 Ord. Stk Slo 3 . 7 Nil 
Do. Eastern Extn. 2,843 } 501 31 58,272 57,469 + 803 — _ 
Do Northern Extn. 1,496 + 274 «31 41,408 31,020 + 10,388 — — —_ - 
Do. Western Extn... 1,173 + 213 31 26,245 24,180 + 2,065 — = a 
Cordoba Central 25,540 1,850 34 988,330 987,690 + 640 Ord. Inc. 4 9 Nil 
F: Costa Rica 12,022 — 6,024 26 80,721 99,051 — 18,330 Stk. 35 30 34 5 
8 Dorada 13,300 + 2,800 5 13,300 10,500 + 2,890 1Mt.Db. 1935g 10212 104 5 
Entre Rios . ‘ 10,223 — 2,157 34 379,316 429,677 — 50,361 Ord. Stk. i5 6 lo ll Nil 
% | Great Western of Brazil 2 9,700 — 1,800 8 79,600 90,000 — 10,400 Ord. Sh. lp 316 53 Nil 
4 International of Cl. Amer. 794 Dec. , 1935 $458, 840 $47,975 52 $4,717,930 $4,722,778 — $4,848 ~ —_ — _ 
Interoceanic of Mexico — — — - Ist Pref. lo 339 1 Nil 
5 La Guaira & Caracas 2254 Jan. , 1936 4,425 1,325 5 4,425 3, 100) + 1,325 S:k. 815 8 ~ Nil 
Leopoldina 1,918 22.2, 18,557 2,619 8 148,665 136,310 +4 12,355 Ord. Stk. 815 215 8 Nil 
Mexican 483 21.2. 36 $261,500 $7,900 8 $1,810,600 $1,781,800 + $28,800 as 115 14 11 Nil 
Midland of Uruguay 319 Dec., 1935 7,995 — 5,513 26 38,696 65,833 — 27,137 oe 115 Ilo 1 Nil 
Nitrate 401 15.2 2 .36 4,402 — 4,811 7 23 461 19,173 + 4,288 Ord. Sh. 64/- 42 2 Nil 
Paraguay Central 274 15.2.36 $2,023,000 $495,000 33 $68,773,000 $33,902,000 + $34,871,900 Pr. Li.Stk. 801. 60 77 7 
Peruvian Corporation 1,059 Jan., 1936 83,119 + 17,810 31 537,416 436,825 + 100, 591 Pref. 105g 67) ¢ 14 Nil 
Salvador ; 100 15.2.36 35,000 2600 «33 ¢579,396 ¢577,152 + ¢2,244 Pr. Li.Db. 65 61 65 Tillie 
San Paulo 153l> 16.2.36 : 4. 5,035 7 186,070 145,002 + 41,068 Ord. Stk. 80 35 66 334 
Taltal ate 164 J an. SS 3,215 657 31 23,915 17,442 + 6,473 Ord. Sh. 11ly¢ 11g 1°, 7lg 
United of Havana 1,363 (| 22.2. 49,054 944 34 634,593 666,985 — 32,392 Ord. Stk. 31i¢ 1 3 Ni 
Uruguay Northern 73 De. oe 1935 1,086 — 442 26 4,719 7,294 — 2,575 Deb. Stk. 41lo 215) ¢ 4 Nil 
4 Canadian National .. 23,684 21.2.36 §25,437 12,802 8 4,384,420 4,251,702 } 132,718 = = = _ _ 
+ Canadian Northern . — _ - — — — — —4p.c. Perp. Dbs. 785 5219 6y 
Grand Trunk oe oe - - - _ _ - - 4p.c.Gar. 1035, 93 10419 
6 | Canadian Pacific 17,260 21.2,.36 438,000 22,400 8 175, 600 2: 955, 000 + 220690 Ord. Stk. 141; 854 14 Nil 
Assam Bengal 1,329 31.1.35 42,075 — 6,943 43 1,048,938 1,190,185 — 141,247 Ord. Stk. 92lg 7719 82! 36g 
Barsi Light .. 202 31.1.35 t 427 4: 118,897 118,140 757 Ord. Sh. 105 77io 751 6llig 
Bengal & North Western 2,112 10.2.36 = 14,640 45 960,616 971,122 10,506 Ord. Stk. 3011p 291 3031 5l4 
* | Bengal Dooars & Extension 161 31.1.35 ~ 937 43 118,269 133,556 — 15,287 * 1271» 122 125 59¢ 
3 Bengal-Nagpur 3,268 29.1.36 - 2,242 | 42 5,093,552 4,712,491 + $381, 061 aa 105 1005;, 102 37 
@ | Bombay, Baroda & Cl. India 3,072 20.2.36 ‘ 15,675 46 7,276,200 7,371,225 — 95,025 2 11514 110 1121 5 
™ | Madras & Southern Mahratta 3,230 31.1.36 - 2,684 4 4,447,221 4,642,157 — 194, 936 a 12815 113% = =«115 754 
Rohilkund & Kumaon 572 10.2.36 i 320 45 188,491 189,795 — 1,304 “ 294 262 295 57 
| South India .. . 2,526 31.1.36 — 17,524 43 3,280,343 3,451,912 — 171,569 . 11934 1041g 106 7 
Beira-Umtali 204 Dec., 1935 7,772 13 193,193 180,985 + 12,208 - — — —_ 
Bilbao River & C antabrian 15 Jan., 1936 = 932 5 1,317 2,249 — 932 — — i 
Egyptian Delta - ue 622 10.2.35 “ 309 45 219,712 210,365 4 9 347 Prf. Sh. 9 15g 134 5114, 
Great Southern of Spain 104 15.2.36 968 — 382 7 8,578 14,124 — 5,546 Inc. Deb. 31g 2 312 Nil 
Kenya & Uganda .. 1,625 Nov.,1935 182,196 + 11,855 48 2,184,339 2,030,213 + 154,126 — - = -- - 
Manila ee ae — — — - — — _— = B. Deb. 48 36 471 7 
§ Mashonaland .. 913  Dec., 1935 99,331 — 10,413 13 313,033 342,255 — 29,222 1Mg.Db. 1041, 100 10315414, 
Midland of W. Australia 277 Dec., = 14,842 + 324 26 83,624 85,948 — 2,324 Inc. Deb. 9854 93 94:9 5516 
Nigerian 1,905 4.1.3 43,385 — 532 40 1,355,558 1,446,733 — 91,175 — — —_ _ 
Rhodesia , 1,538 Dec. , 1985 185,464 + 3,848 13 575,986 556,652 + 19,334 4p.c.Db. 10512 101 19415 3 
South African 13,246 1.2.3 632,977 + 91,226 44 25 071,923 22,667,171 + 2,404,752 a janis va pe. 
Victoria . 4,728 Oct., 1935 897,409 + 4,263 17 3,136 262 3,032,823 + 103,439 — — —_ — 
Zafra & Huelva 112 Dec., 1935 10,725 139 §2 134,755 138,474 - 3,719 — _ —_ 





Note.—Yields are based on the approximate current prices and are within a fraction of 1); 


+ Receipts are calculated @ 1s. 6d. to the rupee. 


§ ex dividend. 


Salvador and Paraguay Central receipts are in currency. 


The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 
has proved misleading, the amount being overestimated. The statements from July 1 onwards are based on the current rates of exchange and not on the par value 
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